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DIESEL RAILWAY TRACTION SUPPLEMENT 

The February issue of THE RAILwAy GAZETTE Supple- 
ment, illustrating and describing developments in Diesel 
Railway Traction, is now ready, price 1s. 








NOTICE TO SUBSCRIBERS 


Consequent on further paper rationing, new subscribers 
cannot be accepted until further notice. Any applications 
will be put on a waiting list which will be dealt with in 
rotation in replacement of existing subscribers who do not 
renew their subscriptions. 

Annual subscriptions are payable in advance and sub- 
cribers are advised to pay their renewal accounts before 
the expiration of the existing subscription as the dispatch 
of copies will in all cases be stopped on expiration 








DISPATCH OF “THE RAILWAY GAZETTE” 
OVERSEAS 


We would remind our readers that there are many 
overseas countries to which it is not permissible for private 
individuals to send printed journals and newspapers. THE 
RAILWAY GAZETTE possesses the necessary permit and 
machinery for such dispatch, and any reader desirous of 
arranging for copies to be delivered to an agent or corre- 
spondent overseas should place the order with us together 
with the necessary delivery instructions. 
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The Passing of a Railway Centenarian 


N R. H. G. DRURY, whose death in his 102nd year we 
briefly recorded last week, was an outstanding personality 
of his generation, and a model for railwaymen of all time. 
He acted upon certain principles and never deviated from 
their observance, but how exactly he himself might have 
defined them we do not know, for he never paraded them. 
We can imagine from a long friendship that they might be 
summarised as dlways to do the best, never to let anyone 
down, nor to tolerate slackness in subordinates which might 
incur that risk. After all, these definitions are comprehen- 
sive enough, and throughout Mr. Drury’s railway career 
and his subsequent life he never violated them. In our 
obituary notice on another page this week we record that he 
joined the old Eastern Counties Railway in 1854, eight years 
before it became the Great Eastern, and retired from the 
service of that company fifty years later, having been Super- 
intendent of the Line for the last seven years, during which 
great traffic development occurred. The enormous suburban 
traffic of the old Great Eastern grew quickly in those years, 
fertilised by the introduction of workmen’s tickets and the 
cheap fares for which the service was renowned. Mr. Drury 
kept abreast of the increasing traffic, and it was during his 
végime that the experiments were carried out with Holden’s 
famous Decapod locomotive of 1902 to demonstrate the 
ability of steam to handle intensive suburban traffic with a 
celerity as great as that possible with electric traction. In his 
working life Mr. Drury insisted that the timetable repre- 
sented a contract with the public, and as such should be 
meticulously observed. Punctuality, therefore, became a 
well-known characteristic of the Great Eastern at that time. 
We are happy to record that up to the very end Mr. Drury 
retained his faculties and suffered but a brief final illness. 


* * * * 


G.W.R. Dock Rebates 


An alteration of the scale of rebates allowed on its dock 
charges was put in force by the Great Western Railway 
Company on Saturday last, February 1. The new scale 
replaces rebates which had been operative since the beginning 
of 1937, and makes changes of some importance. As a result 
of the decision of the House of Lords in the Southern Railway 
case and of the passing of the Railway Freight Rebates Act, 
1936, the rating assessments of the four main-line railway 
companies were substantially reduced, and the benefit of 
rebates on traffic at railway-owned docks (in the case of 
the G.W.R., L.M.S.R., and L.N.E.R.) was, on January 1, 
1937, restricted to export coal, coke, and patent fuel and to 
imported pitwood. At G.W.R. docks the rebate of 9d. a ton 
on iron and steel (Classes 5 to 10 of the railway classification) 
exported to neighbouring British isles and to foreign destina- 
tions abolished as well as the 9d. a ton rebate on 
exported tinplates. The 9d. a ton rebate on exported iron 
and steel has now been restored, and exported tinplates and 
terneplates receive a rebate of 4d. a ton. In 1937 the rebate 
on coal class traffic was reduced from #d. a ton to 4d. a ton 
ind confined to coal, coke, and patent fuel exported as 
cargo or bunkers. This was further reduced to 3d. a ton on 
March 1, 1939, and remains unaltered. 

* * * * 


was 


Railway Directors in Parliament 


A misconception once formed dies hard in some quarters, 
and this would appear to be particularly true of matters 
appertaining to railways. In The Sunday Express of Janu- 
ary 26 Mr. Peter Howard, in his weekly column of comment 
on personalities, put forward the view that the general 
public should know the financial interests of Parliamentary 
candidates, and went on to say that a man who was a 
director of a railway company “‘ clearly has a personal finan- 
cial interest in the matter of any increase in the railway 
fares. He wants ’em to go up. His constituents also have 
an interest in the matter. They want ’em to stay down.”’ 
In point of fact it is most unlikely that any railway director 
should want railway fares, or railway charges in general, to 
go up, for they are only too well aware of the unfortunate 
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effect on the goodwill of the railway companies of succes- 
sive rises in charges. The chairmen of the boards showed 
themselves fully alive to the disadvantage of the provision 
linking charges with costs when the financial agreement 
between the Government and the railways was announced a 
year ago. There is no suggestion, of course, that the rail- 
way companies enjoy an undue proportion of representation 
in the House of Commons, nor could that be substantiated, 
for there are but nine members of the House of Commons 
who sit on the boards of railway companies. The House of 
Lords contains a greater number, but there it is little more 
than a score. As Lord Stamp mentioned at the last annual 
meeting of the L.M.S.R., in the days before the amalgama- 
tions of 1923 there about 192 railway directors in th 
House of Commons. In those days there could be no doubt 
that railway interests were very effectively represented in 
the division lobby, but that time is long past 


were 


Overseas Railway Traffics 

rhe traffic receipts of the Buenos Ayres & Pacific Railway 
showed further progress in the 29th and 30th weeks of its 
current financial year and during the fortnight there has been 
in advance of 332,000 pesos. Apart from the Central Argen 
tine, which over the two weeks has added 91,600 pesos to 
ts takings, the Argentine railways have again made a poor 
howing. There has been a decline of 1,454,000 pesos on thx 


Buenos Ayres Great Southern and of 422,000 pesos on the 
Buenos Ayres Western. The Argentine North Eastern has 
lost 2,200 pesos and the Entre Rios 98,500 pesos. The 
Central Uruguay for the current vear shows a gain in sterling 


f £72,434 although there is a considerable drop in currency. 


No.of Weekly Inc.or Aggregate Increase or 

Week Traffics Decrease Traffic Decrease 

Buenos Ayres & Pacific* , 30th 1,740 + 130 36,873 — 945 
Buenos Ayres Great Southern* 30th 2,441 747 60,054 — 5,349 
Buenos Ayres Western* 30th 735 246 20,680 2,098 
Central Argentine* , 30th 1,660 57 42,502 11,2590 

£ £ £ £ 
Canadian Pacific ’ 3rd 655,200 144,000 1,944,200 418,800 
Bombay, Baroda & Central India 43rd 332,175 59,400 7,945,200 741,975 
* Traffic returns in thousands of pesos 
[he Antofagasta (Chili) & Bolivia Railway gross revenu 


for the first four weeks of the current year shows a decline of 
£5,870 at £68,050 


American Train Stops Costs 

For several years past a committee of the Signal Sex 
of the Association of American 
of signalling has presented reports on the subject of the 
| in stopping and re-starting trains. The 1940 report 
dealt with the effect of grades on these costs. Items other 


than coal and water, such as wear on wheels, rails and brake 


tion 
Railways on the economics 


costs 


hoes, damage to vehicles and lading, and the freight train 
time lost, were covered in the recent discussion at Washing- 


und chart 
lost by 


ilculation 
running time 


ton of this report, and a diagrammati 


showing the cost of 


were presented 


topping and starting. A typical calculation was given to 
show the cost of additional fuel and water involved in stop 
ping train of 80-ton wagons, weighing altogether 6,450 
tons, and hauled by a 2-10-4 locomotive on a level tangent 


track, from a speed of 40 m.p.h., standing 6 min. and then 
time lost by running at 45 m.p.h. until the 
time was made up, as against running through at 40 m.p.h. 
In brief, the time lost was 9-84 min. and it was not made up 


regaining the 


until the train had travelled 59-06 miles, involving an addi 
tional cost for fuel and water of $5.91 (about 30s.). If no 
effort had been made to make up the time lost by the stop, 
the cost, it was stated, would have been $2.19 (10s. 10d.). 


United Railways of Havana 

Operation of the combined undertakings of the United 
Railways of the Havana & Regla Warehouses Limited in the 
year ended June 30, 1940, again resulted in a loss, although 
the deficit was much less, being £26,500, against £111,500 in 
increase of £59,800, 
The loss on railway 


year Receipts show an 


the previous 
of £26,000 


ind expen es a decrease 
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working of £59,563 was again partly compensated by the 
surplus of £33,957 in warehouses and wharves. Figures for 
railway operation only are compared in the following table :— 


1938-39 1939-40 
Passengers 2,660,018 2,463,065 
Public goods, tons 6,276,235 7,251,077 
Revenue train miles 3,994,139 3,833,994 
Miles open ... aie = 1,353 1,353 
Operating ratio, per cent 111-52 104-68 

£ £ 

Passenger receipts ... 147,754 154,173 
Goods receipts 876,065 962,458 
Gross receipts 1,215,488 1,271,510 
Expenditure ... 1,355,465 1,331,073 
Loss on working 139,977 59,563 


The war has plunged the Cuban sugar and tobacco indus- 
tries deeper into depression, and on the other hand, extrem: 
social legislative measures will further burden expendi 
Meanwhile an economy estimated at £21,000 a year has 
n secured by the suppression of the electric passenger ser- 
vices. After providing for first charges and taking into 
iccount certain credits, the debit in respect of the year’s 
working is £990,894, raising the net revenue debit balance to 
£9,229,025. 


} 
i) 


Central Transport Organisation in Germany 


taken 
road, inland 


itral 


of Transport has 
including rail, 
shipping within a c 
organisation. As we recorded at page 101 of THE RatLway 
GAzETTE for January 24, when details given of tl 
manner in which the new form of control would operate, th 
organisation is headed by a central transport office at thi 
Ministry in Berlin, and divisional have been estab 
lished with the object of obtaining the closest possible 
o-operation of all forms of transport. No attempt has br 
made to take over the management and operating of th 
undertakings, but full power is exercised in the direction oi! 
all consignments offered by specified concerns and rout 
The scheme is of course intended to assure the best possibl 
all available means of transport in order to further 
Germany. When an objective is clear 
beyond possible doubt, as in war, centralised control of any 
ind every means of its achievement has much to commend 
it, and this country might do worse than study the German 
nodel in certain respects, and particularly in transport 
When our aim is secured, and unless or until a fresh objecti 

s specified with complete clarity, we should be careful of 
entralisation, for it is not a system conducive to th 
flourishing of the British genius for initiative and 
capacity to shoulder individual responsibility. 


German Minister 
branches of transport 
and certain ocean 


The 
bring all 
waterways, 


steps 
I 


were 


offices 


use of 
the war effort of 


* is * 


Wagon Shepherds 


3efore the requisitioning by the Ministry of Transport oj 
privately-owned wagons and their incorporation in a common 
pool with those of the railway companies, many of the larger 
private owners maintained special departments, the stafi 
of which were entrusted with the task of keeping in touch 
with the wagons owned by their company and endeavourin; 
to keep them as constantly employed as possible. Those wh« 
performed these duties were known as wagon shepherds 
and they displayed considerable skill in rounding up thei 
flocks. It has recently been suggested by some who have had 
experience of the working of the shepherds that, if their 
organisation and experience were used by the railway com- 
panies or the Ministry of Transport at the present tim 
better use could be made of the pooled wagon fleet. This 
point of view overlooks the fact that the railway companies 
do not require an organisation of this kind, for they are 
alwavs in close touch with the wagons under their coutrol. 
When a wagon enters a private siding, for example, it is dul; 
logged in order that any demurrage charges may be noted. 
The wagon position has recently eased a little, but there is no 
doubt that one of the main factors making for stringency 
is the lack of balance between our exports and imports. This 
has resulted in a considerable increase in empty mileage, 
because of lack of back-loading on journeys from the ports 
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Mixed Traffic Tank Engines 


Very many tank locomotive designs incorporate features 
.part from the absence of a separate tender, appro- 
rank them among the mixed traffic classes; their 

to be considered general utility engines is, however, 

d of by the limitations of their coal and water carry- 
ities. In numerous instances tank locomotives are 

ith the same boiler and wheel sizes and, indeed, all 
incipal attributes of a corresponding class of tender 
and, within their range of activity, they are able 

torily to perform the same duties. Added advantages 
ability to work with the same facility in either 

ion without turning, lower first and maintenance costs, 
ight, and shorter overall length. For operating sub 
passenger traffic, including even that of the longer 

nce category, tank locomotives of suitable design and 
rtions are especially well suited, and their versatility 

h as to make them readily adaptable for filling in 
between trips. This may consist of short run-round 
ys, with passenger or freight trains, shunting duties, 
so forth, where otherwise a certain amount of turning or 

t running would be unavoidable. 


nrs 


* * * * 


Larger Cylinders : Smaller Wheels 

the designing of locomotives there has, for several years, 
1 tendency to increase the size of the cylinders and 
e that of the coupled wheels, in order to augment the 
tive power and accelerative characteristics of the engines 
render them more suitable for maintaining continuous 
ds with heavy train loadings on varying track profiles. 
irlier times, when the trains to be hauled were shorter 
lighter, passenger locomotives were built with the main 
yf fast running on the level and on down grades, which 
up for lower speeds when climbing, and the engines— 
of them fitted with a single pair of driving wheels- 
ndoubtedly free running and easy steaming. The day of 
7-ft. 6-in. and 8-ft. wheel has gone, and engines designed 
working the fastest trains are now seldom given wheels of 
than 6-ft. 8-in. or 6-ft. 9-in. diameter—though 7 ft. 
been used in America—whilst a large proportion of high 
1 running is achieved with smaller wheel sizes. If in the 
individual axle drive by turbines or small high-speed 
es is adopted for steam locomotive propulsion, a further 
iction of wheel diameters may be expected and will, in 

ircumstances, be justified. 


f 
I 


* * * * 


The Santa Fe’s Eightieth Birthday 


Celebrations of railway anniversaries in this country befor 
var were not hilarious occasions. Participants experi 

d a mild satisfaction, but the carnival spirit did not 
rude itself. An account we have received, through the 
tesy of the Librarian of the Association of American 
‘ailroads, of the celebration on September 16 and 17 last 
the Santa Fe Company’s eightieth birthday, reveals a 
1ustere conception of the festivities appropriate to such 
ent. The anniversary was kept in the town of Atchison, 
co-operation between the railway and leaders of the 
nerous local enterprises which are indebted to transport 
for their growth and prosperity evolved a two-day féte with 
processions, a ball, and a pageant of railway construction. 
Extensive canvassing ensured that the streets were dressed 
th flags and decorations. By co-operation with news- 
ers, special issués were arranged carrying advertisements 

n practically every undertaking in the town; even the 
1urches and funeral directors told of their services to the 
nmunity. The finale of the celebrations consisted of a 
ework display at the stadium, a concert by the railway 
ind and an address by Mr. E. E. McInis, General Councillor 


of the Santa Fe, upon the building and growth of economic 


portance of the undertaking. An interesting feature of this 
iny-sided effort was the organisation by motorcar sales 
en of volunteers who gave free transport to all men and 


women of 80 years of age from their homes to the festivities 


nd back again. 
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New Policy of Railway Development in Brazil 


O* all the problems confronting the Government of Brazil 
at the present time, probably none is of more vital 
importance than the expansion of its railway system and 
the re-equipment of many of the existing railways, which 
during recent years, for political and economical reasons, 
have fallen into a state of neglect or abandon. Immediately 
ifter the revolutionary movement which enabled the present 
Government to take office ten years ago, the inevitable and 
frequent ministerial changes attending such a change of 
regimen were for some time not without the usual accom- 
paniment of diversity of opinion and policy, to the detriment 
of the railways. And, in point of fact, it was not until the 
majority of them had fallen into an almost helpless state of 
inefficiency and were totally incapable of handling the traffic 
offered—thereby seriously jeopardising the industrial and 
igricultural development of the country—that the dangers 
ittached to such a state of indifference appeared in their 
true perspective. Despite repeated warnings from those who 
were best fitted to speak with a knowledge of the subject, 
the conviction spread that if railways could not work out 
their own salvation and expansion they did not deserve to 
exist. 

Accompanying this conviction was the desire, bordering on 
mania, for road construction, and while this, had it obeyed 
any plan of co-ordination, might have proved a_ helpful 
idjunct to the railways, in practice it had the effect of 
placing many of them in a state of bankruptcy. Combined 
effort gave place to individual vanity, with every muni- 
cipal prefect striving to build more and more roads, fre- 
quently parallel to existing railways, with the unfortunate 
result which the Government has now to face. Suffering 
ompetition left and right, without any commensurate 
decrease in operating expenses—rather were these always on 
the increase—the railways had no prospect of re-equipment 
ind expansion, and but for the timely intervention of the 
present Minister of Transport, there is no knowing what the 
end might have been. Fortunately a complete plan has now 
been drawn up and steps are already being taken to correct 
the errors of the past 

In this connection the Secretary to the Minister of Trans- 
port, Major Alencastro Guimaraes, has just returned from 


the United States, and in an interview with the press has 
disclosed that purchases of rails, rolling stock and other 
railway material to the value of 84,000 contos (approx. 
£1,050,000) have been completed. Of this sum, 20,000 


ontos have been allo ated to the pure hase of 18,000 tons of 


teel rails. These are to be distributed between (a) the 
extension of the Viacao Ferrea Federal do Leste Brasileiro- 
to be joined up to the Central Railway—(b) the building of 


line between Recife and Salvador, and (c) the strengthen- 
ing of the Theresa Christina Railway in Santa Catharina to 
permit of the haulage of heavier loads and so develop the 
national coal industry, part of which is centred in that 

ne. Of a total of 26 locomotives purchased at a cost of 
18,000 contos, 5 will be placed in service on the Theresa 
Christina Railwav, 3 are to be used on the Estrada de Ferro 
de Govaz, and the remaining 18 will be distributed between 
the S. Luiz-Therezina, Great Western, Leste Brasileiro, and 
Pahia e Minas Railways. The latter line is to be extended 
so as to form a link between Caravellas and Rio. In the 
North-West, also, Macau to be linked with Mossoré so as 
to facilitate the transport of salt Most of the 450 wagons 
a cost of 30,000 contos, are intended for the 





purchased, at 


transport of coal Automatic signalling material to the 
value of 13,000 contos has been purchased for the Central 
Railway, which will also benefit by the acquisition of the 


necessary steelwork for the renewal of 12 bridges which are 
no longer capable of carrying heavy loads. The Central 
Railway will also build five electric locomotives with 
material purchased at a cost of 3,000 contos. 

Purchases made for other departments under the Ministry 
of Transport brought the total up to 115,000 contos 
(£1,500,000). It is understood that the scheme will be 
partly by the supplying firms and partly by the 
United States Import and Export Bank. The immediate 
outlay for the Brazilian Treasury does not exceed 15,000 
contos, and the remainder will be paid over a period of from 


financed, 
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four to five years with interest charges of not more than 4 to 
with the press, Major tons in coal railed for local consumption. 
however, an increase 
Figures relating to the railway transportation service com- 


5 per cent. Concluding his interview 


Guimareas pointed out that the unification of gauge on all 
railways in Brazil had been decided upon by the Minister of 
[Transport and the President of the Republic, and in due 
rse the standard gauge would be adopted. 


OUl 


not only result in substantial economy in future purchases, 
but would also facilitate the interchange 
necessary to the development of the country. 


* * * * 


South African Railways & Harbours 


THE \ 


Watermeyer, proved an _ outstanding 


of rolling stock so 


ear ended March 31, 1940, according to the report 
we have received from the General Manager, Mr. T. H. 
one for the South 
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pare as follow :— 
This would 
Route-miles, open 


Train-miles 
Passenger journeys 


Coal traffic, tons 


Ton-miles (revenue- earning) 


Average haul, miles 


Operating ratio, per cent. 


Passenger receipts 


Goods and mineral receipts “ss 


Coal traffic receipts 
Total earnings 
Working expenditure 


Goods and minerals, tons 


Gross working expenses (including depreciati a 
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shipment having been compensated by an increase of 268,717 


In the receipt: 
is shown of £33,426, or 0-88 per cent. 





1938-39 1939-40 
13,285 13,287 
59,829,326 62,307,697 
113,703,459 120,282,087 
19,348,211 22,172,588 
10,129,499 10,086,495 


... 6,643,183,715 7,482,067 576 
223 2 
74-65 
£ 


5,919,931 
20,328,501 ,253,148 
3,780,858 3,814,284 
32,600,141 33,797,661 
22,070,293 22,625,324 
24,336,685 25,014,956 





: : ‘ - on an 
African Railways, Harbours, Ste imships, and Airwavs. Surplus over expenditure pe] rent = 
} } . e a T 1 . . Surplus over interest, etc. 3 
Shortly after the entry of the Union into the war there was Capital expenditure (open lines) 162,966,873 167,756,895 
i slight set-back in traffic, but this was te mporary, and the Percentage return on capital 3 ene 5-52 5-57 

final figures show that revenue attained new record total. Working expenditure, excluding depreciation, showed an 

Number of passengers, yoods tonn ge, al ton mileage, were increase of £555,031, or 2°51 per cent., and represented 

ill the highest on record. In these circumstances it was only 66-94 of gross earnings, against 67-70 per cent. in 1938-39. 

. f 


to be expected that expenditure also would rea 
level, but unit costs reflect a decrease. 


registered were not due entirely to normal commercial and tock was £130,928, 
industrial activity, inasmuch as in the closing months of the penses increased by 
year additional traffic was handled to meet the requirements expenses also were 
of the Defence authorities Revenue from the combined ¢ogmmensurate with 


services was £39,696,634, an increase of 


parison with the previous year, and 


ture on all services, including depreciation and interest on gency, and work on the « 
capital but excluding appropriations from net revenue, 

amounted to £35,928,274, an advance of £985,164. Net ever, 

revenue appropriations take £2,087,000, leaving a surplus amount of work is 
balance for the year of £1,681,360, compared with the debit By the end of August, 
balance of £117,897 of the previous y¢ Surplus carried been released for 
orward was therefore £1,563,463 rhe only exception to 


1 
the general upward trend was in respec 


As regards the results of working the 


ings were higher by £1,197,520, or 3-67 
ro working expenditure rose by ‘67 
cent. Passenger journeys exceeded the 
figure by 6,578,628, or 5-78 per cent. 


igain chiefly in suburban journeys 


restricted in consequence of the war. 
railways only, earn- 


[he high figures 


£1,163,542 in com- of business. The 
total working expendi- 


h a new high Under maintenance 
increase of £4,615, 


higher by 
the increased train-mileage and volum: 
programme of new works has been modi 


fied to some extent, in view of the prevailing state of emer 


of way and works there was a slight 
or 0-13 per cent. 
or 2-90 per cent. higher. Running 


Maintenance of rollir 





£255,647, or 4 per cent., and traffi 
£141,276, or 2-49 per cent. 





‘lectrification of the old N fatal | 


was suspended. The new line, Crown—Langlaagte, was hom 
completed and opened to traffic. A considerable 
being done for the Defence department. 


1940, 4,319 officers and employees had 


active service. Referring to services other 
than railways, the report shows that harbours gave a profit 


of the Adminis- on working of £935,950, and the net surplus of £320,715 


8,271, or 2:79 per and harbours in 


previous year’s record earned £496,880, 


improvement was 


,159, or £92,586 


more, while main line and branch cahiicen increased by rose by £109,156, 


148,163, and £52,257, over the figures 
[The volume of revenue-earning goods 
in coal, incre ised by 2,824,377 tons, 
ind the receipts therefrom were higher 
per cent Under revenue-earning co 


decrease of 43,000 tons, a drop of 311,7: 


the previous year 
ind minerals other 


there was a small 


plus of £12,525 


ways service revenue 
per cent., while deficit also fell froin 
South West Africa Mandated Territory 

against £511,126, and 
umounted to £699,658, compared with £741,184, resulting 
oy increased by in a deficit of £202,77 
6,430,465 and produced revenue of £1,535: 


was carried to revenue appropriation account. In the air- 


fell from £234,948 to £178,381, but the 
£325,544 to £249,662. The railways 


expenditurt 


78. Revenue from road motor services 
increased by £150,152 


to £804,693, and expenditure also 


to £792,167. There was therefore a sur 
, compared with the loss sustained in 1938-39, 
a particularly pleasing result in view of the reduction in 
or 14:59 per cent., rates and fares introduced in 1937, and the rise in the pric 


£924,647, or 4:55 of petrol. The General Manager again reverts to the need 


for the establishment of a Ministry of Transport, as outlined 
tons in coal for in his previous report. 








Publications Received 


The Model Railway Handbook, 
By W. J. Bassett Lowke. Ninth Edi- 
tion. Northampton: 20, St. Andrew’s 
Street Also at London and Man- 
chester. 9in. xX 6in. 148 pp. Price 
3s. 6d. net.—Foremost among the 
impressions made by this little volume, 
and particularly by its illustrations 
one of the finest series of miniature 
railway photography yet collected in 
one book—is the degree of realism in 
reproduction that has been achieved by 
manufacturer and model enthusiast 
alike. The author can probably claim 
the credit of having been the pioneer 
in the production on a commercial 
scale of accurate locomotive models, 
and this volume witnesses to the 
fidelity with which his firm has pur- 
sued this aim in the ensuing decades, 
on all scales from the table-top “ 00,’ 


or 2-in. gauge, to the passenger-carrying 
15-in. gauge. But the book is far from 
being m«¢ rely a trade catalogue ; various 
references are made to the part played 
by other firms in developing miniature 
railways, and detailed descriptions are 
given of the work of many of the leading 
amateurs. And while in the matter of 
selecting rolling stock and equipment the 
prospective model railway owner natur- 
ally has Bassett-Lowke productions 
recommended for his use, he is at the 
same time given much useful advice, 
particularly in track laying and the 
principles of signalling and interlocking. 
Although this is the ninth edition of the 
handbook, it is to all intents and pur- 
poses a new book. 

Saunders Valves. —From__ the 
Saunders Valve Co. Ltd., of Cwmbran, 
Newport, Mon, we have received a 


copy of Handbook 740, in which are 


illustrated and described the firm’s 


range of products. These cover th 
standard diaphragm valve, non 
standard valves, and the straightway 
type. A section is devoted to the 
numerous applications to which thé 
valves may be put and other technical 
data and maintenance details. Th 
classified index is supplemented by a 
useful thumb index. Introduced and 
perfected by the company responsible 
for its production, the Saunders valve 
is the first application of the dia 
phragm valve principle to secure really 
extensive acceptance and application 
in all branches of the engineering 
industry. In these valves all mechan- 
ism is segregated from the fluid under 
control, and, as their efficiency is not 
dependent upon the provision and 
maintenance of accurately machined 
surfaces, the two root causes of valve 
troubles—corrosion and wear—are 
removed. 
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THE SCRAP HEAP 


GENTLE ART OF IRONY 


‘A main-line passenger train weighs 
some 500 tons empty, and the weight 
8 ised when heavily loaded,’’ 
savs a Derbyshire paper. ‘‘ Don’t be 
so technical,’?’ comments Punch. 


* * * 

TIMBER RAILS 
Mr. Angus McPherson, of Cumberland 
County, Nova Scotia, has built 1} 
mil railway into his lumber woods 
this summer and is now running a train 





on it. The rails he used are round 
spruce poles, 6 in. in diameter at the 
larger end, tapering down to half the 
siZ id neatly joined at the ends. 
[he sleepers are small round poles on 
which the rails are spiked. The rolling 
stock consists of a small upright engine, 
eht horse power, and two flat cars. 
From the “ Scientific American’’ of 
December, 1890. 
oa * * 
THE L.M.S. GOES ALL W.D. 
Buffet, Extemporised, in 3rd Clas 

Corr. Compt, For Troops, Sketch of.”’ 

Staid technical journalists who 


attended the official inspection of the 
w portable canteens for troops at 
Euston recently were intrigued and a 


startled to find the above light- 
1 legend adorning the C.M.E. 
1 drawing which illustrates the 
ficial technical brochure. The dis- 


covery prompts speculation as to whether 
r departments will not soon be 
ng this well-known War Office 
style for their official correspondence, 
hat before long the District Con- 
at Blank may be reporting a 
of minutes, twenty, to the Such- 
and - Such train account detaching 
wagon, mineral, with box, hot, to the 
liscomfiture, guard of. 
* * * 
Mr. Albert Reginald Hibbard, chief 
baler ’’ at the L.M.S.R. headquarters, 
has the job of presiding over a baling 
which turns piles of crumpled 
bales ready for pulping. 
especially compressing 


machine 





paper into 
ling waste, 








over 2 cwt. into a single bale, demands 
the muscles of a_ blacksmith, and 
Albert, who is both tall and broad, has 
plenty, and can move a bale with great 
agility. The wire used for binding the 
bales is salvaged from the ties off the 
hay purchased to feed the company’s 


horses. : 
* * * 


Two sisters from Looe who had been 
exiles too long from home, recently 
stormed a Plymouth station booking 
office shouting in their lusty voices 
Without a flicker of 
an eyelid, the much-harassed cler! 
promptly retorted-—‘‘ Cheerio.”’—From 
a lettey in the ‘‘ Western Morning News.’’ 

* * * 


“Two to Looe.’’ 


“While I was van-shunting at one of 
our railway depots we were ordered to 
take our horses under cover of the arches 
during the air raids. After a couple of 
weeks of continuous Alerts, I happened 
to leave my horse for a few minutes. 
While I was away the sirens sounded. 
I went back to my horse—but he was 


already making his own way to the 
arches. So now, when the Alert goes, I 
never lead him. He calmly plods there 
himself ! ’’— From the Daily Murror.”’ 
* * ae 
““ THEY ALWAYS GET THEIR MAN ”’ 


The famous saying usually associated 
with the Canadian Mounties can be used 
justifiably of the Alsatian dogs used by 
the L.N.E.R. police. On one recent 
occasion two would-be thieves escaped 
from the police officer by climbing over 
a dividing wall, and would have avoided 
arrest had not the dog been able to jump 
the wall without difficulty, catching 
both men before they could get clear. 
Numbers of these highly-trained animals 
are employed at important L.N.E.R 
traffic centres to accompany detective 
officers on patrol during the blackout, 
and when not actually catching culprits, 
they act as a deterrent to any potential 
thief of goods having a commercial or 
military value. With their keen sense 
of hearing they are trained to tell the 
officer of anyone in the vicinity, and if 


ao ‘ > 3 = — } 
fy ' mn ad) oud o? . 
VE ee ae 


Apologia pro vita sua 
{ correspondent’s fantasy of the Listowel & Ballybunnion Railway in 1990 
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CARELESS TALK COSTS LIVES 


The latest Ministry of Information 
cautionary poster 


the challenge is unanswered they will, 
if ordered, attack immediately. The 
dogs are not vicious, but are trained to 
keep offenders at bay until the officer 
arrives. If escape is attempted the 
dogs trip up the culprit and will not 
further molest so long as the offenders 
remain where they are. The noises of 
aeroplanes overhead and gunfire do not 
distract the attention of the dogs, who 
remain perfectly quiet and calm and will 
stand or lie for hours keeping silent. 
The companionship of these dogs gives 
added confidence to L.N.E.R. police 
officers when they have to perform 
night duty in remote spots, particularly 
during the blackout pericd. 
* * * 
WORDS AND REALITY 
On a recent occasion as I was 
yloomily pacing the platform at Read- 
ing there came steaming in the magni- 
ficent Cornish Riviera express running 
non-stop to London, but on this occa- 
sion, for some reason known only to 
the G.W.R., unexpectedly slowing 
down and coming to a halt on Reading 
platform. ‘““Why not,’’ I thought, 
‘get in?’’ and had just climbed into 
the corridor when there came fussing 
along the platform a guard: ‘‘ You 
can’t get in here, sir. The _ train 
doesn’t stop.’ ‘* That’s all right,’’ I 
replied, with, I hope, not uncommend- 
tble presence of mind. ‘“‘ J am not in 
t.’’—From an arlicle by Mr. C. E. M. 
Joad published in the ‘‘ Northern Dis 
patch.’’ 
* & & 
ANTS HOLD UP TRAIN 
Twenty ants held up a Melbourne 
electric train for 20 minutes recently. 
According to a British United Press 
message, they crawled into an electric 
signal and caused the signal to remain 
permanently at danger, 
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RAILWAY AFFAIRS 


(From our special correspondents) 


ARGENTINA 


South American Railway 
Congress 

As announced in THE RaAILway 
GAZETTE of February 16 last, the fourth 
South American International Railway 
Congress will be held in Bogota, the 
capital of Colombia, from February 11 
to 21, 1941, and will be attended by 
delegates from all the Governments, 
railways, and universities of the different 
addition to which it is 
expected that some of the United States 
and Canadian railways will 
represented. 

\ccording to present arrangements, 
the Argentine executive committee, 
presided over by Dr. Guillermo E 
Leguizamon, Chairman of the _ local 
boards of the B.A.G.S. and B.A.W.R., 
will leave Buenos Aires about the middl 
of January, travelling overland by the 
Pan-American transcontinental 
through Northern Argentina, Bolivia, 
ind Peru to the Pacific port of Mollando, 
and thence by steamer to Buenaventura 
in Colombia Che Argentine 
of Public Works, the Universities of 
Buenos Aires, La Plata, Rosario and 
Cordéba, and the Argentine and River 
Plate Centre of the Institute of Trans- 
port will be represented at the Congress. 


republics, in 


also be 





route 


Ministry 


B.A.G.S.R. Wins Lawsuit 
\ long-standing lawsuit brought by 
the above railway against the Argentin 
Government for d 
$1,500,000 


images amounting to 

pa} sustained by the 
al of the railway lines connecting 
Plaza Constitucién terminus with Gov 
ernment House, Buenos Aires, in accord- 
with two Government Decrees 
issued as far back as 1897, has now been 
decided in favour of the company. The 
amount originally claimed by the rail- 
way was 16,000,000 pesos, but the Court 
of First Instance 


yaper 


removy 


ance 


estimated the sum 
owing to the company at $1,685,000 
paper, including interest since June, 
1897, and costs. The figure has now 


reduced by the 
$1,500,000 without 


been still further 
Federal Court to 
interest or costs. 


Grain Sowings ; Second Estimate 

[he second official estimate of the area 
sown with cereals and linseed this year, 
issued by the Ministry of Agriculture, 1s 


as follows: 


Hectares (Acres) 
Wheat 6,990,000 (17,475,000) 
Linseed 2,750,000 (6,875,000) 
Oats 1,525,000 (3,812,500) 
Barley 860,000 (2,150,000) 


As compared with the 
figures for 1939, the above totals 
indicate a fall of 226,798 hectares 
566,995 acres) or 3-2 per cent., in 
wheat, and 325,496 hectares (813,740 
acres) or 10-6 per cent., in linseed ; but 
show an increase of 130,361 
hectares (325,902 acres) or 9-3 per cent., 
and barley one of 1,445 hectares (3,616 
acres) or 0-2 per cent. All the fore- 


corresponding 


oats 


totals are higher than those given 
in the first forecast. 


going 


Institution of Mechanical Engineers, 
River Plate Branch 

The annual meeting of this branch 

is held in Buenos Aires on November 

Chairman, Mr. A. T. 

who presided, briefly reviewed 


1 Ve ir’s work, whi h, he said, had 
been somewhat disorganised by the war. 
Despit this, however, it was satis 
factory to note from the Secretary’s 


meetings had 
than 
work of the various sub- 
dealing with technical 
education and examinations had also 
been continued. After thanking the 
officers and members of the outgoing 
committee for their services, the Chair- 
nan announced that the student’s prize 
had been awarded this year to Mr. 

Bradley for his paper on quick 
reezing. The annual report and 
inancial statement were presented by 
the Honorary Secretary, Mr. E. I. 
Mayne. The report showed that the 
number of members on the roll was 86, 
compared with 90 last vear. This 
reduction in membership was partly due 
to the fact tl one or two members had 
left for England to join H.M. Forces. 
The following officers were elected for 
the ensuing year :—Chairman: \In 
: . Glover; Honorary Secretary 
\ir. E. I. Mayne; members: Messrs. 
W. I. Nixon, W. C. R. Livesey and 
S. H. Pinsent (all re-elected), and P. J. 


Dawes. 


BOLIVIA AND CHILE 


Labour Agitation 


report that interest in the 
been, if anything, even 


usual. The 


committees 


greater 





1ation from Boli” 
certain 


According to inforn 
vian and Chilean 
amount of labour agitation was rife on 
one or two of the railways in these 
republics during the month of October. 
Che movement originated among the 
workmen of the Bolivian railways, who 
declared a strike for the purpose of 
enforcing their demands for an increase 
in wages, in which they had the support 
of the employees of the Machacamarca 
Uncia line which under the 
control of the Patino silver mines. As 
threatened to spread to 


sources, a 


operates 


the trouble 
some of the other railways, the matter 
was brought up in the Chamber of 
Deputies, which passed a_ resolution 
ordering the strikers to return to work 
on condition that the Bolivian Railway 
administration complied with the 
Government Decree of October, 1939, 
under which the railway had agreed to 
grant an increase of 30 per cent. on all 
wages up to 8 bolivianos a day, and 
15 per cent. on amounts of 15 bolivianos 
a day and recorded in THE 
RAILWAY GAZETTE of October 6, 1939. 
The strike was then abandoned. 


Over, aS 


A similar movement, inspired by the 
same motive, was organised simultane- 
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ously by the employees of the Chilea; 
section of the Arica—La Paz Railway 
The stoppage, which lasted only a day 
or two and did not seriously the 
working of the railway servi ter- 
minated when the Ministry of 

ment authorised an increase in 5 t 
the workmen of 120 boliviane 

as from the June 1 last. For 

pose the Bolivian Government 

over to the railway company tl 

5,000 Bolivian pounds, repr 

portion of the blocked funds a1 

to some 5,000,000 Chilean pes 


possession. 


‘ 7 ,T 
SWEDEN 
Further Items in the Stat 
Railways Budget 

In addition to the doubli 
trification, and 
works referred to in these colu 
page 663 in our issue of Dec 
last, another correspondent | 
the following further items, whi 
included in the Kr. 59,000,000 « 
contained in the State Railways 
for 1941-42.—Enp., I?.G. 

\ sum of Kr. 4,400,000 is to | pent 
on permanent way relaying 
further Kr. 1,000,000 on the st1 
ing of track Kr. 800,000 are al 
improvement of the Har 
line approach to the south end of Ang 
station. At the Gothenburg 
shops, the smiths’ shop and foun 
onstructed, and the mai 
generating plant renewed at a t 


Gothenbu1 


7 


to be rec 


of Kr. 775,000. Various mea 
the way of defence works are to be under- 
taken at a cost of Kr. 1,500,000 to thi 


Deterioration of Train Services 


Train services in Sweden have 
eradually curtailed, first on March 1 
last, then on June 1, and on July | 


crisis timetable ”’ wz 
in operation, embodying further hi 
reduction of services and slowing dow! 
of train speeds. These reductions 

di tated by the necessity for s ng 
fuel on the steam-operated services 
to avoid over-working the electri 
locomotives. In 
together with the 
connection with 
tions, proved a great strain on 
electric locomotives, of which the 
number was found to be inadequate 
Furthermore, fuel had to be saved 
wherever the current was generated 
All these factors, together 
with the overcrowding of the remain 
ing passenger trains and the additio1 al 


time required for passengers to alight 


creased goods services, 
services required in 


the defence prepara- 


by steam. 


from and board trains, caused the 
latter to be late at intermediate and 
terminal stations, a situation which, 


especially during the summer, became 
acute, as it spread over practically the 
whole system. This was felt the more 
because—as a consequence of the sharp 
curtailment of the road motor traffic 
due to lack of motor fuel—public 
transportation had been concentrated 
on the railways. 
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ELECTRIC TRACTION SECTION 


Electric Braking Notes of the G.E.C. traction work during the year, including a 
5 22-kV transformer for use with a 12-phase 2,000-kW rectifier 


> <RING to the new or more intensive problem in a traction substation The connections and winding 
hk | by the increased speed, length and weight of rrangement were designed to ensure equal division of load 
speaker at an American engineering discus between the two anodes involved, and_ phase-displacing 
til igo said that the use of electric braking windings were included on the h.t. side to enable two equip- 
luce the need for brake adjustments, but in 1ents to be operated in parallel as an effective 24-phase 
id reduced by 10 per cent. the cost of brak combination if required 
it Furthermore, the use of the heat 
braking rheostats had reduced the cost of 


5100 to $200 a car in certain multiple-unit Electric Railways in New South Wales 
this was sufficient to offset the greater con i ' . . ‘ : ; 
7 power occasioned by higher speeds and accelerat ‘ioe report of the N.S.W. Commissioner for Railways for 


=: l the year 1939-40 records the opening of the new 


Res rative braking wa sidered almost ideal 


trains to a steady speed on grades, but dynami 64-mile line from Sutherland to Cronulla, in the 
ore flexible for retarding trains Another Sydney outer suburban area, on December 16, 1939; opera 

les on which electric brakes could tion is by 1,500-volt d.c. multiple-unit trains. On Decem 

train involved only about 3 per cent. of | ber 17, 1939, the operation of the existing Kingsgrove—East 
perated in America. Other electric braking Hills line in the Sydney area was turned over to electric trac- 

wi magnetic traction brakes, and eddy tion. As from January 1, 1940, one-class travel has been in 

with or without gear reduction force in the Sydney suburban multiple-unit electric trains 


Electrical energy is generated in four stations belonging to 
he Department of Railways, but a large amount of the 
Alternative Forms of Motive Power urrent is supplied to the tramway systems in Sydney and 








Newcastle. In the fiscal year 1939-40 these four plants gene- 

é ‘ ING ttention to advances made in all types of rated 660,893,330 kWh compared with 631,162,651 kWh in 

e power during the last fe yeal Mr. Sidney the preceding year, and of this 208,306,047 units were sup 

t Elect 1 Engineer of the New York, Nev plied for railway traction compared with 203,714,725 units 

Hartford Railroad, wrote recently that based on in 1938-39. An addition of 25,000 kW of plant to the 

lrawbar horsepowet the specifi weights of Ultimo station was begun and it is hoped that all the new 

ti wel pproximately team (road) 190 plant will be in service early in 1941. Among other activities, 

1 150-160 lb., and electric 100-120 Ib. Th new substation ‘housing two 1,500-kW rectifiers of 

1 tw ippreximatel team (road English manufactur was erected at Caringbah to feed the 

1 330 d electric 250. On account of the mot Sutherland—Cronulla line. The substation is unattended, 

| hort-t verload§ characteristi of electrical nd i ntrolled by an electric clock which brings a unit into 

d with st r di power, the cost rvice at a set time to provide for the early morning trains, 

] moti iably reduce ind cuts it out after the finish of traffic at night. On the 

tan For « cent. overload East Hills line a rectifier substation with two Brown Boveri 

i] empl ( riods in a given rectifiers of 1,500 kW each was installed at Revesby; these 

of 250 fo tives could b equipments also are controlled by an electric clock. In 

out 130, and h.p. from 100 1939-40 four steel motor-coaches and four steel trailers for 

tin s rat b. on the max multiple-unit trains were built by contractors during the 

u Be ctric locom« year, and 20 motor-coaches and 20 trailers were on order at 

r id ta ( to reduce th the end of the vear. The electric trains ran 7,419,388 train- 

I I iy use el power might miles during the year as against 7,254,872. train-miles in 

8, 1 for the same reason 1938-39, and the electric vehicle mileages were 49,031,384 

in id 48,185,315 respectively; the gross ton-mileages are given 
ra- 1s 2,005,539,633 for 1939-40 and 1,969,097,500 for 1938-39. 


T A I [ON orders naturally forme 1 but a small prope Swiss Electrification 


pal during 1940 Nevertheless, the techni 








tion of the activities of the Big Four British electric LECTRIFICATION of the Andermatt—Disentis section 
t was there, and as far as home orders were concerned EK of the Furka-Oberalp Railway, with a view to increas 
" emplified by the 28 all-steel vehicles for the 600-vol!1 ing its capacity, has been proceeding for some time 
il Waterloo & City line of the Southern Railway, built past, and from Andermatt to the Oberalp Lake the work 
hout by English Electric; and the progress made b vas completed last summer. Pending delivery of the new 
: Vick in the construction of the electric freight loco electric locomotives and motor-coaches, the line is being 
i for the Manchester—Sheffield line of the L.N.E.R. orked on the 1,200-volt d.c. system used on the Schédllenen 
i first locomotive has been completed and may be tested Railway, which joins it at Andermatt, and with locomotives 
ee 1,500-volt d.c. Manchester—Altrincham line. Th of the latter company. Ultimately the Schdéllenen equip- 
a n activities of B.T.H. comprised mainly mercury ar nent will be converted to conform with the system chosen 
ee tifiers. Four of these, with grid control for inverted opera for the Furka-Oberalp line, i.e. single-phase at 11,000 volts 
i t ire in hand for South Africa; they have a rated 16-6 cycles which is also in use on the connecting Rhaetian 
ity of 1,667 kW forward and 1,000 kW inverted, but ind Brigue—Zermatt lines. On the remainder of the section, 
1 further plants for electrification extensions in the onstruction of several tunnels, galleries and similar avalanche 
- sburg area are rated at 2,500 kW, but have grid: protection works was involved and its completion will permit 

; re suppression only. Stationary equipment formed most = all-year working if required. 
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Electric Traction Section 


ELECTROLYSIS FROM 


SUBURBAN 






RAILWAYS 


An account of investigations on lines in Australia 


N a report of the Electrical Section of the Association of 
I American Railroads appears a paper on experience with 
stray current electrolysis in Australia, by Mr. C. M. 
Longfield, of which the following is an abstract. Apparently 
the 1,500-volt d.c. suburban railway systems at Sydney and 


Melbourne were not designed to any statutory requirements, 
and voltage drop in the rails was considered of secondary 
uportance. Ballasted tracks, fairly well drained, are used 
throughout, and until recently there were no ordinances 


track drop or leakage. 

trification of the suburban railways 
together with the rapid expansion of thx 
focused attention on the problem. In 
ind Metropolitan Tramways Board formed and in the 
same year the first of the suburban railway lines was ele: 
Victorian Railways Electrolytic corrosion 


roverning 
The elec Melbourne 
street car svstem 


1919 the Melbourne 


was 


became more widespread, and in “1922 the Victorian Legis 
lative Assembly sked the State Electricity Commission to 
eport on the matter. The report was made in November, 
1923, but could not be regarded as an engineering solution 
Damage increased annually and prompted the Electrolysis 
Investigating Board to recommend a permanent co-operative 


ommittee be set up at Melbourn Such a committee, 


formed under the egis of the State Electricity Committee, 
was established on August 30, 1927, and its constitution pro 
ided for a main committee consisting of senior officers of 
utilities interested in the problem and for a technical sub 
ommitte onsisting of technical representatives to carrv out 
field investigations Adelaide and Sydney likewise experi 
enced damage and formed ge trolvysis committees, Adelaide 
in 1931 and Sydney in 193 » function in the same way as 
the Melbourne committee 
Determination of Faults 
It is generally left to the aggrieved party to report the fault 
to the committee Notice is immediately served upon the 
t tion authority whose stray currents are suspected, and 
| the right of challen is preserved. Where lead-covered 
ble ire involved, the dam usually is detected by a 
failure of communication power service. In the case of 
power cables, the evidence is usually destroyed by the result 
electric arc, but licen severe pitting of the lead is 


bserved, it is generally regarded as sufficient evidence that 
the breakdown. 

of t lephone ( ibles, T 
main undisturbed except for any damage 
he withdrawal of the cable from the ducts 


iting lead sheath corrosion, the 


s 


he products of corrosion 
resulting from 
When investi 


appearance of the cable is 


the first test. Secondly, a potential reading is made betwee! 
the cable and a local earth plate. The location of fault, with 
respect to the electric traction system, is taken into account, 
ind finally examination of the duct water is made. This 


analysis well as a test 
lead strip to the liquid for 


chemical 
exposure of 


experiment includes a 
of the effect of the 


two or three months Should each of the above tests be 
onsistent with the contention that traction currents caused 
the corrosion, it is considered that a prima facie case ha 


been made out and the fault is or yemivgl to the committe: 
\ ‘‘ fault ’’ in the sense now used may — several per 
forations of the sheath, one of which led to a cable failure and 
detection of the damage In Melbourne, a “fault is defined 

a single perforation 

Corrosion on steel water mains sooner later results in 
the escape of water, which leads to detection of the damage 
[In determining the origin of corrosion noticed on water mains 


same criteria are used as in the case 
of lead-covered cables The most satisfactory method of 
corrosion rate for all classes of buried conduits 
ind pipes is from the monetary loss incurred in road openings 
and repairs. 

From a study of telephone 


or gas pipes, much the 


issessing the 


cable faults reported for nine 


the institution of miti 


cities, it is noted that after Sative 
measures in six cities, cable faults in those cities dropped 
to zero, or to a small fraction of the number experienced 


previous to such action. The record of power cable faults js 
not complete, but in the case of Melbourne, at least, it would 
appear that they are almost immune to electrolytic corrosion. 
It is felt that this is due to the method of construction 
the greater proportion of this type of cable is laid 
bitumen or in armouring. 


» aS 


either in 


Water Mains 

Che protection of large steel water mains is a matter of con- 
siderable difficulty, due to the large surface exposed and to 
the problem of insulating pipe from the surrounding soil 
Very little information is available concerning damage to 
water mains in Australia, but in the case of Melbourne 
rec = appear to indicate that little, if any, success has been 
had in protecting them ieee 1 electrolytic corrosion. Cast-iron 
re attacked, 


pipes a but the damage observed appears to be 


quite unimportant. 

It can be said that the methods being employed in Aus- 
tralia have proved economical and successful. As long as 
stray currents are permitted to flow from electric traction 
ystems some corrosion must be expected, because the cost of 
mitigative measures applied to either the traction system or 
to the underground conduits is subject to the law of 
diminishing returns and it simply would not pay to remove 


the last fault. 


Government Powers 
At present, the Postmaster-General’s Department has 
strong power under the Post and Telegraph Act, and as lat 
is 1934 new regulations under the Act were promulgated. 
These regulations specified certain requirements for street car 
vstems and for electric railways operating upon th« 
wn right-of-way upon ballasted tracks. They requir 
imong other things, that the terminal of the gene 


negative 
rator shall not be earthed (the o to the British Board 





also 


posite t 


Trade and earlier P.M.G. rules). They require that wher 
damage occurs, is liable to occur due to the operation of 
in electric tramway or railway, proper steps, as agreed upon 
by parties concerned, shall be taken to remove the cause of 


uch damage with the least possible delay. If an agreement 
in line with this clause is not reached, certain limits as to 

il drop, etc., will be enforced. These rules are unique in 
this regard, i.e., for the first time, electric drainage is per 
mitted and limitations as regards rail drops are not advanced, 
is it were, as an engine 1 other words, it is 

ognised that circumstances alter « and co-operation is 


ring solution. 


ases 


definitely encouraged. It is usual for the Postmaster-General’s 
Department to pet damages under the Act—the ext 

being the actual cost of replacing the damaged cable or in 
restoring service. No other public or private body has 


statutory powers of this nature. 


Remedial Measures 


Rail Dvops.—The reduction of rail drop by improved bond- 
ing and the addition of a negative feeder is found to be quite 
expensive and does not always give the desired relief. The 
resulation of load distribution between substations is effective 
in reducing electrolysis but requires the installation of pilot 
wires and recording meters between negative busbars at adja 
cent substations and between suitable buried conduit and 
earth. On the basis of these records, operators are assigned 
lefinite field rheostat positions. Due to the difference in rail 
drops, the street car and suburban rail systems are kept 
listinct by specié il insulation at crossings. 

Electric Drainage.—This is the principal means of combat- 
ing electrolysis. Lead cables and ferrous pipes are drained 
separately as the connection together of dissimilar metals, 
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bedded in an electrolyte, is to be avoided. Drainage bonds 
designed according to definite principles. The time 
ntial characteristic of a buried conduit correlates very 
-loselv with that of an adjacent electrified rail. From a study 
ynduit and rail potentials, a drainage bond can be readily 
ned. Where potential reversals would nullify the valu: 
drainage bond, a plate-type copper oxide rectifier is con 
.d in the drainage circuit. Where a very low resistance 

is required, a small boosting transformer is installed 
power used is so little that in many cases the kWh 
r is omitted. Two cathodic drainage schemes have been 
lled to protect pipes which were discharging current in 
tively high conducting soil some distance from electrified 


f 


general, electric drainage has proved a reliable and 
ble means of reducing corrosion. Eighty per cent. of 
ible faults occur within half a mile of negative rail taps, 
the installation of drainage bonds has reduced faults 


from 201 (telephone and power cable) in 1929 to 26 in 1936. 
Fewer than 50 per cent. of the faults reported on steel water 
mains occurred within reasonable drainage distance of sub- 
station, and apparently there has been no reduction in 
number of faults reported on steel water mains. 

Zinc Earth Plates.—This method has been applied to a 
limited extent and with moderate success. Its application 
is particularly to lead-covered cables. 

Protection Coverings.—Armoured power cables are now 
provided with electrolysis-proof coverings laid directly on the 
lead. Steel water mains are protected in the same way. In 
recent installations a bitumastic enamel has been applied 
before an impregnated hessian wrapping is put on. At joints 
a muff of enamel is put on with the aid of a former. 

Insulating Joinis.—These have been tried and later bridged. 
Experience in Melbourne is definitely unfavourable to 
insulating joints. 








SOYA-BEAN OIL FOR SWITCHES 


NVESTIGATIONS were made in 19389 in the electre 
j technical laboratory of the Japanese Ministry of Com 
munications to test the possibilities of soya-bean oil fo1 


iit breakers and switches, in place of the usual switch 


brief particulars of the work were given to the Japanese 
tute of Electrical Engineers by Messrs. T. Uchiyama 
K. Mukasa 

1e properties of the two oils subjected to comparative 
are given in Table I. Rupturing tests were carried out 

t cylindrical 


rical oil tank measuring 30 cm. in inside diamete1 
id 45 cm.in height,at a breaking speed of 100~108 cm./s 
rtical single break, and a breaking distance of 15 cm. In 
fable II and in the accompanying illustration are shown thx 
sults compared with those obtained from normal switch 
il The sova-bean oil has a degree of carbonisation 30 per 
t. greater than that of switch oil, but has less rupturin; 
ity, although in practice it can be used safely for 
inary applications. The great comparative differences in 
viscosity and flash point of the two oils will be noted 
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Table I found by Japanese tests 
TABLE |I.. PROPERTIES OF SWITCH AND SOYA-BEAN OILS 
Disruptive Specific Viscosity Flash Solidifying es 
Kind of oil strength gravity (Redwood) point pen Evaporation Acidity | lodine 
(kV) (at 15° C.) 20°C Pcs CC.) (ercen.) | value value 
—_ _ 1 | = =— 7 = —— enn 
Soya-bean oil ... 48:8 0-925 273 191 | 12 | 0-91 | 0-15 - 
Switch oil 58-2 0-888 105-2 146 20 0-17 0-004 3-26 
TABLE I!I.--RUPTURING TEST RESULTS 
| | Gas (1 atm. 15° C.) } 
| Ruptured power Arc length (mm.) Arc energy (kW) - mst | 
Kind of oil Volume (cm.°) Unit volume (cm.*/kW) Number | Room 
A—Soya-bean |_ " — | — ETE i as “ of | tempera- 
oi | | tests ture (°C. 
| (A) oe | Min Max. Ay. Min. | Max. | Av Min Max. Avy. Min. | Max. Ay. | 
| | (Per cent.) | | 
A 100 | 70-8 | 30 51 | 41 | 0-4! 0-94} 0-72| 30 | 60 4. | 39 | 73 | se | ou 19-0 
B 100 | 70:8 | 3) 53 | 42 | 0-62 1-01 | 0-88 | 35 | 70 54 53 | 78 62 | 10 29-5 
fe | 9 =| 23-3 42 72 | 5S7 | 0-48 1-28 | 0-94 30 | 90 58 | 42 | 89 62 | 15 | 22-0 
B | 96 23-3 29 5S | 47 | 0-55 1-3 | 0-95 30 | 52 Si | 65 55 10 30-0 
A 312 | 76-6 24 42 | 34 | I-19 2:63 2-12 100 260 | 167 63 | 94 79 | 10 21-0 
B 312 | 766 | 28 58 | 42 | 1-10 3-05 | 2-3 50 175 129 | 46 | 60 56 | 610) | (29-5 
A 324 31-3 62 130 | 83 | 95 | 64 | 4-2 150 | 600 | 323 | 58 | 94 75 13 | 20-0 
a 324 | 313 47 114 59 | 3-25 7:1 | 46 | 220 | 430 | 280 52 75 6. | 10 28-5 
A | 491 | 75 42 110 8! 2:93 | 8-75 6-0 200 640 | 454 | 62 90 75 10 23-0 
B 491 | 75 24 95 40 1-69 | 7-93 3-4 | 70 489 | isi | 41 61 53 | 12 28-5 
A 508 20-8 | 62 150 95 5-6 20-2 | 10-9 340 1,850 | 670 46 89 64 8 22-0 
B | 508 20-8 | 43 141 53 5°5 22°3 | 7:5 280 | 1,200 400 | 47 65 53 i 29-0 
| | | 
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A.C, ELECTRIC 








HE problem of producing locomotives of 6,000 h.p. and 
- over must in future be solved by some other means 
than increasing the size of the conventional steam 
engine. The most promising rail tractor in this respect is the 
electric locomotive, which is not a prime mover but a trans- 
former of energy furnished to it from a generating station 
situated at some distant point, and hence its inherent limita- 
tions as a rail tractor are not fixed by considerations of 
combustion or thermal efficiency. The power it can develop 
is fixed by the characteristics of the traction motors, and the 
characteristics of the whole locomotive are therefore fixed by 
the type of motor used. 

Improvements in the single-phase series traction motor and 
progress in solving circuit analysis problems made during the 
past ten years has resulted in a great extension in the use of 
single-phase alternating current for heavy traction electrifi 
cation in the United States. For this reason the following 
discussion, looking to the possibility of moving heavy trains 
at high speed by electric locomotives, is confined to the 
single-phase alternating-current system using series traction 
motors. 

Motor Limitations 


It may be taken as axiomatic that the overhead contact 
line from which the electric locomotive draws energy has 
infinite capacity, and that it is possible to instal a step-down 
transformer on the locomotive of enough capacity to handle 
whatever power is required by the traction motors. With 
these assumptions the limitations of the electric locomotive 
coincide with the limitations of the motors. The output of a 
motor is limited by two factors, viz., commutation and 
heating, with the additional mechanical limitation of the 
peripheral speed of armature and commutator. 

Taking account of these limitations it can be shown that 
the starting tractive effort at the rails exerted by a single- 
phase traction motor is given by the formula : 


series 


2) 
TE 5,000 _pl Ib. at 25 cycles per sec. 


max 

where ~ is the number of poles on the motor, / is the active 
length of the commutator in inches, and M is the speed in 
m.p.h. Thus for a 12-pole motor having an active commu- 
tator length of 9 in., and geared for a maximum speed of 
70 m.p.h., the starting tractive effort would be 7,714 Ib. 
Using two motors per driving axle and assuming 25 per cent. 
adhesion, the required weight per driving axle is 62,000 lb. 
Using six driving axles and a guiding truck at each end of 
the locomotive, with the 2-Co + Co-2 wheel arrangement, 
the total locomotive weight would be about 280 tons, and 
we know from previous designs that a locomotive of this type 
can be built to give one horsepower of continuous rating for 
each 100 lb. of weight (about 40 Ib. per h.p. for the electrical 
equipment and about 60 Ib. per h.p. for the mechanical 
parts). Thus the example indicates that we can build a high- 
speed freight locomotive of conventional wheel arrangement 
and conservative axle loads to give a continuous rating of at 
least 5,600 h.p. or 933 h.p. per axle. This rating is not 
excessive, since three-axle locomotives have been built and 
are in service with 1,250 h.p. per axle. 


Speed-Tractive Effort Curves 


The electric locomotive is not a constant output machine. 
Che speed-tractive effort curve for an electric locomotive has 
a much steeper slope than that of a steam locomotive of the 
same nominal rating. The continuous rating of an electric 
locomotive is that continuously maintained output at the 
rails at which the temperature rise of the motors does not 











* Abstract of a paper ‘‘ Modern Rail Transport ’’ read before the American 


Institute of Electrical Engineers 
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exceed that specified in the standards of the American 
[Institute of Electrical Engineers. The effect of the steeper 
slope of the characteristic curve of the electric locomotive is 
to make the locomotive assume an overload when its speed 
is reduced due to adverse gradients. Thus on a gradient th: 
rail horsepower output of an electric locomotive rated at 
5,600 h.p. will be greater than 5,600, and the electric locomo- 
tive is able to maintain a much better schedule speed than a 
steam locomotive of the same rating. The specific weight of 
an electric locomotive of modern design is of the order of 
100 lb. per h.p. as compared with the 200 lb. per h.p. of a 
steam locomotive. The effect of this is to reduce the dead 
weight of the equipment to be hauled, and to permit a reduc- 
tion in the rating of the electric locomotive as compared with 
the steam. 
Power Requirements 

To see how this comes about, we may take as an example 
a 3,000-ton train moving at 60 m.p.h. up an 0-2 per cent 
grade. To generalise, let W tons be the weight of the train 
and w tons the weight of the locomotive. Then using average 
figures for train resistance : 
6W + 10z 
4(W + w) 


10W + 14w 


Train resistance 
Grade resistance 
Total resistance R 
Also 
H.P. R, and w HP 
375 10 
HP 


20 


(steam locomotive) 


or w (electric locomotive) 

Substituting W 3,000, and solving for w and h.p., we find 
the required steam locomotive rail h.p. is 6,200, the weight 
being 620 tons. For the electric locomotive the rail h.p. is 
5,400, the weight being 270 tons. This striking contrast of a 
270-ton electric locomotive being able to do the same work as 
. 620-ton steam locomotive seems to indicate clearly the 
method by which the motive power problem will be solved as 
railway traffic density becomes so concentrated as to requir 
more rapid movement of freight over the lines. 


Distribution Questions 

But the use of electric locomotives brings with it the atten- 
dant problems of transmission and distribution of electric 
nergy to the trains. The dimensions and configuration of 
the transmission and distribution system of an electrified 
railway are dependent on the loads the system has to supply; 
they are also dependent on the voltage and frequency of ths 
contact line and supply system. Investigations have shown 
that it is easily possible, with an a.c. contact line voltage of 
11,000, to provide enough capacity in the distribution net- 
work to handle any and all traffic up to the limits of the 
tracks available. 

A large part of the cost of the distribution system is charge- 
able to the cost of the step-down transformer stations, and 
economical construction requires, therefore, that the sub 
station spacing be as great as possible. If a given load is t 
be supplied with a given voltage drop between the substation 
busbar and the load, an increase in the distance between sub- 
stations makes it imperative that the contact line voltage b: 
increased. In the United States the standard line voltage has 
hitherto been 11,000 for single-phase systems, but some elec- 
trified railways have provision for a change-over to 22,000 
volts. In a. general scheme of railway electrification, it now 
appears that even this voltage might be insufficient, and it is 
at least possible that a contact line potential of 50,000 volt: 
would be considered for single-phase traction. 
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EXTEMPORISED BALLAST TRAINS 


Faced with undertaking an extensive reballasting programme, the Central Uruguay Railway 


adapted secondhand dumping wagons, with old locomotive tenders as plough brake-vans 


extensive reballasting programme 
on the Central Uruguay Railway 
presented the problem of the pro 
vision of suitable ballast wagons at a 
time when there was no immediate pros- 
pect of obtaining any of the normal 
hopper type. The problem was solved 
by the acquisition locally of a number 
of secondhand _ 8-ton side-dumping 
wagons of the type ordinarily used by 
contractors, and their rebuilding to serve 
the purpose of delivering ballast simul- 
taneously on both sides of a single track 
with as small a space as possible inter- 
vening between the dumps. 
Che old bodies, which had deteriorated 
in use, were dismantled, and new bodies 
of the double-side-discharge hopper 



























































Above: Cross-section of 8-ton 

side-discharge ballast wagon with 

doors open, Central Uruguay 
Railway 


Left: Eight-ton hopper ballast 
wagon with side doors shut, 
Central Uruguay Railway. Note 
centre-coupler and  hand-brake 


wheel 
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type constructed therefrom, as shown in the cross-sectional 
diagram. The floors and sides of the new bodies were Para- 
guayan lapacho, a hardwood proved to be very hard-wearing 
and suitable for dealing with ballast. The steel parts of the 
original bodies were reshaped where required. The new side 
doors are operated by a hand-lever at one end of the wagon, 
which in its extreme position locks both side doors either 
fully open or fully shut. 

The two side shoots extend far enough beyond the wagon 
side to ensure that the ballast normally falls clear of the 
loading gauge. In certain instances, where the level of the 
ground does not permit of this, a strong metal plough on the 
trailing brake-van is brought into use. The plough is hinged 
to the side of the brake-van framing, and when not in use 
is drawn into a closed position to clear the loading gauge. 
Standard American type centre-couplers are fitted to the 
wagons, with a hand-brake on every fifth wagon. Thirty 
8-ton wagons, with a special 18-ton 6-wheel brake-van at 
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each end, form a block train. The maximum speed is limite 
to 25 m.p.h. 

As there are gradients as steep as 1 in 60 on tl! 
special provision had to be made for braking. The 
buffer and coupling arrangement on the Central Ll 
Railway consists of side-buffers and hook and link co 
so that provision had also to be made for couplin; 
trains to the locomotives hauling them or to other ve! 
To meet these requirements old locomotive tender 
adapted as brake-vans, and their water-capacity u 
both as adhesive weight for braking effect and to p 
a reserve supply of water for the engines used on the |! 
services. Powerful hand-brakes are provided on the 
vans in addition to the ordinary vacuum brake with 
they are coupled to the locomotive or standard vehic] 

We are indebted to Mr. P. C. Dewhurst, Chief Mech 
Engineer, Central Uruguay Railway, for the foregoin 
ticulars and the accompanying illustrations. 
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THE WEST HIGHLAND 


By R. C. RATTRAY, 


Western District Engineer. 


URING the early hours of Sunday, January 28, 1940, 
D the worst snowstorm experienced within living 

memory began on the Southern portion of the West 
Highland line of the L.N.E.R. It continued throughout the 
day, and increased in intensity until by nightfall it was a 
raging blizzard. By Monday morning, 6 miles were com- 
pletely snow blocked, extending from a deep rock cutting 
south of Whistlefield to a similar cutting to the north of 
Glen Douglas: A double-headed plough, which had been 
keeping the line open during Sunday, was snowed up about 
midway between these stations, and an engine and men 
sent during the night from the north to the assistance of the 
plough became snowed up south of Glen Douglas. Through- 
out the whole length, there was not more than half a mile in 
all covered by less than 4 ft. of snow. In many places 
extensive drifts 10 ft. in depth had to be contended with, 
while even greater deptiis were experienced where the line 
is laid through steeply sloping side-lying ground. 

During Monday, the ballast squad from the north, arriv- 
ing in the small hours of the morning, dug their way 
through the Glen Douglas cutting and cleared a track up to 
the 13% milepost, but at this point their engine became snow- 
bound, and eventually waterless. From the south end the 
cutting near Whistlefield was opened, and the track cleared 
to a point about half a mile to the north. Meantime a small 
party with food had set out over the snow from Whistle- 
field to the stranded double-headed plough, and, after the 
engine fires had been raked out, made their way back with 
the crews of these engines. Next day information was 
received that the Arrochar engine, sent to assist the stranded 
engine at the north end, had itself become snow-bound, and 
apprehension was felt in regard to the food supplies for the 
men stranded on this part of the line. A small party once 
more set out over the snow to take food forward, but, on 
arrival at the other end, it was found that the men had got 
out themselves. Meanwhile, the clearing work had proceeded 
steadily, and by Tuesday evening it was confidently forecast 
that by Thursday the whole line would be clear. 

On Wednesday, January 31, a severe setback was experi- 
enced; a train of empty coaching stock for the Gareloch- 
head—Craigendoran service became snow-bound in a drift 
north of Upper Helensburgh early in the morning, delaying 
the train conveying the gangs to Whistlefield. As the day 
wore on conditions became worse, snow again fell, and heavy 
drifting set in. Not only did this entirely fill in all the 
clearing work already carried out, but the cuttings at Glen 
Douglas became completely blocked, and by Thursday morn- 
ing parts of the line further south, between Shandon and 
Craigendoran, not originally seriously affected, were now 

* A contribution to the Journal and Report of Proceedings of the Permanent Way 
Institution. 


SNOWSTORM OF 1940* 


B.A., A.M.Inst.C.E. 
Scottish Area, L.N.E.R. 


blocked. By the afternoon, these parts of the line had been 
sufficiently cleared to allow snow ploughs to get up to 
Whistlefield, beyond which point the track was again deeply 
buried in snow. 

Good progress was again made on Friday, but on Satur- 
day, February 3, blizzard conditions again set in, and a 
70 m.p.h. east 
wind, falling 
snow, and con- 
tinuous. drift- 
ing, made 
working 
ditions 
nigh 1mpos- 
sible. An en- 
deavour was 
made during 
the morning 
with the 
plough to 
keep what had 
been gained 
the previous 
day, but 
gradually 
ground was 
lost, and it 
was only with 
difficulty, and 
with the assis- 
tance of some 
70 men, thai 
the plough 
engine was got 
back to Whis- 
tlefield. Early 
in the after- 
noon news was 
received that the line was filling in rapidly at a deep cutting 
south of Shandon, so as to threaten seriously the return 
journey of the considerable numbers of men and soldiers em- 
ployed on the work. This involved splitting the labour force, 
but the difficulty was eventually overcome. The position on 
Sunday morning was that all clearance work beyond a point 
about half-a-mile north of Whistlefield had been filled in again 
with snow, while the long deep cutting north of Glen 
Douglas station was filled to a depth of nearly 20 ft. Steady 
progress was made from then on. A track to the three 
engines was sufficiently cleared by Tuesday evening to allow 
of their removal the next day. The block north of this was 
cleared by Thursday evening, the line opened to goods traffic 
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Sketch map of line snowed up 
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Engines stuck fast in 
snowdrift 


Digging out the line in 
a cutting 
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The West Highland Blizzard 
of 1940 


Part of the West Highland Section of 
the L.N.E.R., between Craigendoran and 
Arrochar, was completely blocked by snow 
for a fortnight in February of last year 


Line cleared by digging 
through snowdrift 
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on Friday, February 9, and the passenger service resumed on 
the next Monday. 

Considerable assistance was given by the Military Authori- 
ties. On Tuesday, January 30, 100 soldiers were sent, and 
from February 1 to 6, 200 soldiers were employed on the 
work. As almost 200 L.N.E.R. men were also employed, two 
special trains were required daily, and these were worked 
between Craigendoran and Whistlefield with a plough fitted 
engine at each end of the train. As may well be imagined, 
all these happenings were not devoid of incident. There was 
the plucky enterprise of a permanent way inspector, who, 
being on the plough engine snowed up on the first Sunday 
night, set out at daylight over the virgin snow, ignorant of 
the precise difficulties he had to face, to bring news of the 
situation southwards, and, after a short rest, on his own 
initiative, offered to and did return with the small party 
which set out to these engines. Acute and quite unforeseen 
difficulty was experienced in removing great overhanging 
wreaths of frozen snow from cuttings when, after being cut 
like cheese with wire attached to an engine, they still refused 
to come away, and men attached to ropes had to be lowered 
down to cut through them. The Locomotive Running 
Department’s difficulty in the night time of Tuesday, Feb- 
ruary 6, during preparatory work on rekindling the engine 
fires prior to their removal next day, is but a_ further 
example of the outstanding memories of an eventful time. 
Throughout, the good spirit of the men, even when faced 
with the disappointment of seeing their efforts brought 10 
nought by subsequent storms, was most gratifying, and to 
the end they displayed continuous sheer grit. 

The following notes and suggestions in regard to certain 
particular features of the experience may possibly be of some 
service to others, who, in the future, may encounter a 
similar condition of things: 

Snow Ploughs.—Experience proved that engines fitted with 
snow ploughs should not be run singly for snow clearing pur- 
poses, but that two engines attached tender to tender, both 
fitted with a plough, is the most satisfactory arrangement, 
as it means that retreat is then always possible should thx 
leading engine become blocked. During snow conditions, th« 
running of engines tender first in front of a train is a pro- 
cedure which should be avoided, whatever the trouble 
involved. Every ballast train or special train carrying squads 
run in connection with snow clearing operations should have 
an engine in front and behind, the latter engine trailing and 
both engines fitted with snow ploughs. A train so fitted has 
much less risk of becoming snow bound for any length of 
time. During the night, whilst snow clearing operations were 


necessarily suspended, but weather conditions were still 
questionable, shuttle snow-plough services were run, to 


ensure as far as possible immediate access to the snow face 
next day; the running of engines without ploughs is insuffi- 
cient for this purpose. 
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Feeding Arrangements.—It will be recognised that this 
matter of considerable importance as on the efficiency of such 


arrangements depends the contentment of men work ng 
under severe conditions, yet the feeding of nearly 400 mer. in 
the wilds is never altogether an easy task. Only once was 
any attempt made to give all the men employed their m:d- 
day meal out amidst their work. While no complaint »,as 
made, it was recognised immediately that the discomfor’ of 
such an arrangement rendered its avoidance most desira je. 
Throughout almost all the operations, therefore, the n 
were fed at Whistlefield station, and the trains in which ‘he 
military and the L.N.E.R. men had been conveyed from 
Glasgow were put into the platform, so that all could ccn- 
sume their meals in comfort. A few of the railwaymen and 
a military fatigue party were dropped at Whistlefield in the 
mornings, and these men were responsible for having the 
food and tea ready at stated times. The tea was made in 
urns and dixies, the men using their tea cans and t 
military their mess tins to drink out of. The railwaymet 
arrived first in the morning, and at mid-day walked dow1 
from the site of the work to the nearest point to which the 
train could be brought, entrained, and were taken down to 
Whistlefield. Subsequently, the military were brought down, 
and their own train run into the platform, so that they 
could rest, and consume their food in it. In the evening, 
the military were brought down first, and the railwaymen 
immediately after. The slight loss of time involved in the 
train movements was more than balanced by the rest and 
chance of eating in comfort which the arrangements afforded. 

Portable Telephones.—The necessity for these instruments 
was foreseen very early in the proceedings. As progress was 
made, telephones connected into the ordinary station to 
station omnibus circuit were installed in the existing plate- 
layers’ cabins or in portable huts at roughly one mile 
intervals. Each was manned throughout the day, and, as 
was to be expected, they proved to be invaluable. 

First Aid.—A First Aid Post was always opened in the hut 
nearest to the Military party, and a man capable of dealing 
with superficial wounds left there with the first aid materials. 
A stretcher was always kept at this place in case of need, 
but fortunately it was never required, as small cuts and 
bruises were the only cases requiring attention. 

Calor Gas Torch.—The use of a high-temperature gas torch 
for melting the ice out of the check rail on several of the 
sharp curves was found to be effective, although somewhat 
tedious. The extreme importance of adequately dealing with 
such frozen up check rails hardly needs stressing. If not 
dealt with, at the worst, derailment is very likely; at the 
best, countless broken check rail chairs are probable when an 
engine is passed over the place. Several of these torches, 
fitted with an improved burner, and with fairly long tubes 
worked off one gas container, would seem to be the kind of 
equipment required for this kind of work. 


= Ss @ 








In no realm has the American coach designer shown more 
ingenuity during recent years than in the development of 
sleeping accommodation. Previously the convertible type of 
Pullman sleeper, with longitudinal upper berths let down 
from the roof of the car, and lower berths formed by bringing 
together adjacent seats, reigned supreme, and offered no more 
privacy than that obtained by drawing curtains along both 
sides of the central gangway, though most of these cars 
included a “‘ drawing room,’’ or private sleeping compart- 
ment for two or three passengers, which could be reserved 
at an extra charge. Now the sleeping facilities offered on 
some of the principal trains, such as those operating between 
New York and Chicago, are almost bewildering in its variety. 
The popular ‘‘ roomette’’ is a development of the “ sec- 
tion ’’’ of the older type of car; separate rooms are arranged 
on each side of a central gangway, with longitudinal beds 
that fold into the wall during the daytime when out of use. 
A ‘‘ duplex ’’ room has similar facilities, but in a car with 
side corridor, permitting a transverse bed, or a sofa for day 
use; economy in space is secured by dovetailing ‘‘ upstairs ’’ 
and ‘‘ downstairs’’ rooms into each other. A “‘ double 


Modern American Sleeping Accommodation 


bedroom ’’ has upper and lower transverse beds at night, 
and a settee in the daytime, like the Continental second-class 
type of car. After that comes the “‘ compartment,’’ for one 
or two persons. Still more roomy, with one transverse and 
one longitudinal bed, and the ‘‘ drawing room,”’ a still more 
spacious apartment, with movable chairs by day, and at 
night one longitudinal and two transverse beds. All these 
various types of accommodation have their own toilet facili- 
ties, and the most exclusive ‘‘ master room,’’ accommodating 
one or two passengers, has its own private shower bath as 
well. Supplements from New York to Chicago range from 
$6.30 for a lower berth of the old type to $8.85 for a 
roomette, $10.10 for a duplex room, and $11.35 for a bed- 
room; and two people can share a bedroom for $12.60, a 
compartment for $17.85, a drawing room for $22.05, and a 
master room for $26.25. The accommodation in exclusive 
services like the Broadway Limited ranges from roomettes to 
master rooms; on other trains the older section type of 
sleeper is supplemented by various of the more modern types 
of accommodation for those who desire and are prepared to 
pay for greater privacy. 
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NEW 4-8-2 LOCOMOTIVES FOR THE 
NEW YORK CENTRAL 


2,103 sq. ft. 
75°3 sq. fe 
255 Ib. 
60,100 Ib. 
74,000 Ib. 
118 tons 
176 tons 
15,500 gal, 
43 tons 
136 tons 


A design intended primarily for freight working 
but capable of use in passenger service at speeds 


up to 80 m.p.h. 


IFTY locomotives of the 4-8-2 type have recently been 
placed in service on the New York Central System. 
Of these, 35 were built by the American Locomotive 
Company and the remaining 15 by the Lima Locomotive 
Works. Although the locomotives have been designed pri- 
marily for freight service, 25 of those supplied by the 
American Locomotive Company have been equipped for 
passenger service and will be used as general utility engines, 
and to operate at speeds up to 80 m.p.h. The photograph 
reproduced herewith is from an original sent to us by Mr. 
John D. Dickinson, Assistant to the President of the Lima 
Locomotive Works, and shows one of the series built by that 
concern for freight service only. 

As we recorded in an editorial note in our issue of May 24, 
1940 (p. 727), before work was begun on the new engines, 
which are known as Class “‘ L-3,’’ two ‘‘ L-2”’ class 4-8-2 
freight locomotives were converted for high-speed operation 
by the application of lightweight revolving and reciprocating 
parts and improved cross-balancing, and a number of other 
improvements were made at the same time. These two loco- 
motives were put through an exhaustive programme of rail- 
stress tests in order to determine the comparative effect on 
the track of their 5 ft. 9 in. coupled wheels and the stan- 
dard 6 ft. 7 in. wheels of passenger locomotives, at speeds 
of from 60 to 85 m.p.h. The results showed that the per- 
formance of the converted locomotives was equal to that of 
engines designed specifically for passenger service, and the 
former have since been satisfactorily handling fast and, heavy 
main-line passenger trains. 

The features first applied in the two converted Class 
‘« L-2’’ locomotives have been incorporated in the design of 
the new class. Twenty-five of the locomotives are equipped 
with carbon-vanadium driving axles and Timken roller bear- 
ings, whilst the other 25 have medium carbon-steel axles 
and crown bearings. All the driving axles are hollow bored 
4 in. diameter. The boilers are designed for a working 
pressure of 255 lb. per sq. in. and the three safety valves, 
34 in. diameter, are set to lift at 250, 252 and 254 lb. per 
sq. in. All the boiler plates are of carbon-steel and all inside 
firebox seams are welded. The boiler is conical with a mini- 
mum inside diameter of 6 ft. 10; in. at the first ring and a 
maximum of 7 ft. 10 in. outside at the third ring. Other 
main particulars are tabulated beneath the accompanying 
illustration. 

As is frequently done in modern American locomotive con- 
struction, the engine bed or chassis takes the form of a steel 
casting, embracing the main bar frames, cylinders, air- 
pump brackets, frame cross-members and other components, 
and the arrangement is such that either roller or friction 
bearings can be applied, the wheel centres being so spaced as 
to permit of the installation of 6 ft. coupled wheels if desired. 
The use of these larger sized wheels would have the effect 
of increasing the height of the locomotive by 14 in. Steam 
distribution to the cylinders is effected by Baker valve gear. 

The tender, which is carried by two six-wheel bogies, is 
fitted with water pick-up apparatus and a modified form 
of coal pusher. The engine of the mechanical stoker is housed 
inside the water space on the left hand side of the tender, 
immediately behind the coal space. Boosters are fitted to 
the freight engines only. The factor of adhesion is 4-41. 
Mechanical and pressure grease lubrication are both applied 
to these locomotives; two mechanical lubricators are mounted 
on the right and left hand sides of the engine and actuated 
by linkage from the top of the combining lever of the valve 
motion. 


(N.B, Tons are of 2,240 Ib.) 


with booster ... 


Adhesion weight 





Tractive effort (at 85 per cent. boiler pressure) 


Weight of engine, in working order _ 
Weight of tender, two-thirds full 


Boiler pressure, per sq. in. 
Water capacity of tender 
Coal capacity of tender 


Superheating surface ... 
Firegrate area ... 


tentral System 


107% in. 
20 ft. 6 in. 
10 fc. Of in. 
7 ft. 64 in. 


5 ft. Zin. 
4,303 sq. ft. 
35 sq. ft 
338 sq. ft. 
4,676 sq. ft. 


6 ft. 


firebox and combustion chamber ... 
Total ... 


arch tubes 


” 


length between tube plates cis 
width nt x 


Firebox, length... 


Combustion chamber, length = 


Evaporative heating surface, tubes and flues 


Boiler, dia. (minimum inside) 
New 4-8-2 locomotive designed for freight service, New York ( 


5 fe. Vin. 
19 fe 

43 ft. | in. 
95 fe. HI¢i 


254 in 
30 in. 
14 in 
8} in. 


* 
< 
4 
b 
Z 
a 
VU 
4 
4 
fe) 
Pa 
3 
“ 
Z 





max. travel 


Driving wheels, dia. 
engine and tender 


stroke 
Piston valves, dia. 
engine 
” 


” 


Cylinders, dia. ... 
Wheelbase, coupled 
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and the War—56 





Railways 


Right : Some of the 100 women porters at 


Temple Meads goods station, Bristol, 
replacing men called up for military 
service. Women are also at work at 


Lawrence Hill goods depot, Bristol 















Right: Women are now employed as 
dining car attendants on the L.M.S.R. 
(See paragraph on page 152) 


February 7, 1941 





Left: Train on the single line 
railway in Eritrea passing 
through the highlands from Mas- 
saua to Asmara, the capital. 
The railway proceeds thence 
through Cheren and Agordat to 
Biscia. Imperial Forces invading 
Eritrea from  Kassala have 
occupied the railhead at Biscia 
and the town of Agordat. The 
latest advices indicate that they 
are massing in front of Cheren 








Wiika 
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RAILWAY NEWS SECTION 


PERSONAL 


Mr. Allan S. Quartermaine, M.C., 
B.Sc., M.Inst.C.E., whose services were 
temporarily loaned last June to the 
Ministry of Aircraft Production, and 
appointed Director-General of Aircraft 
Production Factories, has resumed his 
duties as Chief Engineer of the Great 
Western Railway as from February 1. 


G.W.R. APPOINTMENTS 

Che following appointments in 
the Department of the Superin- 
tendent of the Line are an- 
nounced, effective from Feb- 
ruary 3 :— 

Mr. S. G. Hearn, Assistant to 
the Superintendent of the Line, 
to be Operating Assistant to the 
Superintendent of the Line. 

Mr. H. H. Swift, Assistant 
Divisional Superintendent, Car- 
diff, to be New Works Assistant 
to the Superintendent of the 
Line. 

Mr. H. Robinson, Acting Divi- 
sional Superintendent, Cardiff, 
to be Assistant Divisional Super- 
intendent, Cardiff. 


Mr. L. J. Hamblin, Chief 
Clerk, Divisional Superintend- 
ent’s Office, Worcester, to be 
\ssistant Divisional Superin- 
tendent, Cardiff. 

Mr. J. F. M. Taylor, Junior 


Assistant, District Traffic Mana- 
ger’s Office, Plymouth, to be 
Chief Clerk, Divisional Super- 
intendent’s Office, Worcester. 


INDIAN STAFF CHANGES 

Lt.-Colonel H. H. E. Gosset, 
M.C., R.E., has been appointed 
to succeed Mr. O’Neill as S.G.L., 
s3ombay. 

Mr. W. Hood has been con- 
firmed as Deputy Chief Engineer 
(Construction), G.I.P.R. 

Mr. V. P. Bhandarker has 
been appointed to officiate as 
Deputy General Manager, 
Personnel, E.B.R., as from 
August 8 last. 

Mr. J. N. E. Nagle, Officiating Deputy 
Traffic Manager, E.B.R., has _ been 
granted one year’s leave on medical 
certificate, as from September 5 last. 

L.N.E.R. APPOINTMENTS 

Mr. ©; P. Hopkins, who now acts as 
General Assistant to the Superinten- 
dent, Southern Area (Western Section), 
is to act as Assistant Freight Rolling 
Stock Controller, York, in succession 
to Mr. T. E. Batty. 

Mr. H. G. Rampling, Assistant Dis- 
trict Superintendent, Norwich, is to 
act as General Assistant to the Super- 
intendent, Southern Area (Western 
Section), in succession to Mr. C. P. 


Hopkins. 





appointed 


Mr. A. Duncan, Agent & General 
Manager of the Bengal-Nagpur Railway, 
who, as announced in our January 10 
issue, has been elected President of the 
Indian Railway Conference Association, 
joined that railway in March, 1903. 
After completing his training in the 
Traffic Department, he was confirmed 
as an Assistant Traffic Superintendent 
ten months later. In later years she 





Mr. A. Duncan 


Agent & General Manager, Bengal-Nagpur Railway, 


President, 1941-42, Indian 
Conference Association 


acted as District Traffic Superintendent 
on several occasions, and was for a time 
Personal Assistant to the Agent. In 
1920 he was confirmed as_ District 
Traffic Superintendent, and acted as 
Deputy Manager. In July of the next 
year his services were lent to the 
Government of India, when he became 
Assistant Secretary to the Railway 
Board for a period of about two years. 
Mr. Duncan returned to the Bengal- 
Nagpur Railway and held various 
administrative posts such as Super- 
intendent, Transportation, and Deputy 
Manager, and was confirmed as Trans- 
portation Manager in 1929. In May, 
1937, he was appointed Agent, and in 
1939 the title of General Manager was 
added to that of Agent. He is an 


Railway 


Honorary A.D.C. to His Excellency the 
Viceroy, and was at one period Com- 
manding Officer of the B.-N.R. Batta- 
lion, Auxiliary Force, India. 


WESTERN AUSTRALIAN STAFF 
CHANGES 

Mr. J. H. Railton, Chief Traffic 
Manager, Western Australian Govern- 
ment Railways, has been granted leave, 
as from October 4 last, prior to 
his retirement from the Railways 
Department next July. 

Following the retirement of 
Mr. Railton, the Commissioner 
of Railways has announced the 
appointment of Mr. A. Gilmour 
to the position of Chief Traffic 
Manager. 

Mr. L. T. Hickey, Chief Clerk 
to the Chief Traffic Manager, has 
been selected as the first Com- 
mercial Agent in charge of the 
newly-formed Commercial Sec- 
tion in the Secretary for Railways’ 
Branch of the Government. The 
circumstances in connection with 
the formation of this section were 
outlined in our overseas columns 
at page 86 of our January 24 
issue. 

Mr. Railton was born at 
Stockton-on-Tees and began his 
railway career in 1891, as a 
junior clerk in the _ District 
Superintendent’s Office of the 
New South Wales’ Railway 
Department. In 1896 he ac- 
cepted an offer of a position on 
therailways of Western Australia, 
where at that time the railway 
system was expanding rapidly, 
and trained operatives from other 
States had to be engaged to fill 
the key positions. In 1901 he 
was in charge of staff matters 
in the Chief Traffic Manager’s 
Office, and subsequently filled 
the positions of Goods Agent, 
Fremantle, Chief Clerk of the 
Chief Traffic Manager’s Office, 
District Traffic Superintendent, 
Assistant Chief Traffic Manager, 
and since 1935, Chief Traffic 
Manager. In addition to carrying out 
his duties as Chief Traffic Manager, Mr. 
Railton was Chairman of the Shippers’ 
Delivery Board, which was established 
in 1936 to prevent any disorganisation or 
congestion in the railway transport of 
wheat, and to arrange that adequate 
supplies of wheat were transported to the 
various ports. He was also a member 
of the Wheat Advisory Committee. 

Mr. Railton takes with him the good 
wishes of the railway staff in his retire- 
ment, after nearly 50 years of railway 
service. At a farewell dinner attended 
by the Commissioner of Railways and 
the heads of branches of the department 
he was presented with a polished jarrah 
writing bureau. 

Mr. Gilmour was born in Newcastle, 
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N.S.W., and joined the staft of 
the Western Australian Railways 
in 1904 asa junior clerk in the 
Chief Traffic Manager’s Office. 
In his 36 years of railway service 
Mr. Gilmour has_ successively 
filled the responsible positions 
of Timetables Clerk in the Chief 
Traffic Manager's Office, Chief 
fransport Clerk, Relief District 
lraffic Superintendent, District 
lraffic Superintendent, Gerald- 
ton, and Assistant Chief Traffic 
Manager \s Timetables Clerk, 
his duties consisted in arranging 
suitable timetables for every train 
on the system, and the eight 
years spent in that _ position 
cemented and expanded his 
already wide knowledge of the 
train requirements in every part 
of the State During his oc- 
cupancy of the position of Chief 
fransport Clerk he was _ con- 
stantly in touch with the many 
transport problems continually 
arising in this branch of the 
department, and the executive 
ability he displayed caused his 
selection for the relief of the 
various District Traffic Superin- 
tendents throughout the system, 
culminating in his appointment 
to the position of District 
lraffic Superintendent, Gerald- 
ton, and six years later his 
advancement to Assistant Chief 
Traffic Manager. His experience 
in these positions, his general 
adaptability for railway work- 
ing, and _ his’ administrative 
ability, combined to fit him for 
the chief administrative position in the 
Traffic Branch to which he has now 
attained. During his_ service Mr. 
Gilmour has displayed a wide ver 
satility by his ready grasp of all 
railway matters, but he is generally 
regarded as an expert on matters of 
transportation, the most important 





Vr. S. G. Hearn 


Appointed Operating Assistant to the 
Superintendent of the Line, G.W.R. 
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The late Mr. H. G. Drury, 1839-1941 


Sometime Superintendent of the Line, 
Great Eastern Railway 


phase of the work of the branch of 


which he has now been placed in 
control 


Mr. Henry George Drury, M.V.O., 
who (as we recorded briefly last week) 
died on January 28 in his 102nd year, 
was born on September 16, 1839. He 
joined the old Eastern Counties Railway 
in 1854, eight years before that railway 
became the Great Eastern Railway. A 
working life devoted to the railway 
service culminated in his appointment 
in 1897 as Superintendent of the Line, 
a position which he filled with distinc- 
tion for seven years. His tenure of 
office as Superintendent of the Line 
was marked by important railway de- 
velopments, and the large suburban 
traffic now handled by the Great Eastern 
section of the L.N.E.R., which was then 
in its infancy, was fostered by Mr. 
Drurvy’s efforts. The main-line services 
to the East Anglian coast were also 
greatly improved, and non-stop runs to 
Cromer and Sheringham were instituted. 
Mr. Drury took a keen interest in the 
staff and to him is due the credit of the 
inauguration of the Great Eastern Rail- 
way Building Society. He was also 
largely instrumental in formulating the 
Great Eastern Superannuation Scheme. 
He retired from the G.E.R. service in 
1904 and was elected a member of the 
Retired Railway Officers Society in 
1905; for the years 1911-13 he was 
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Chairman of that society. n 
September 16, 1939, Mr. Dr 
celebrated his one-hundred h 
birthday at his home in Nor 
wood, Middlesex, with membl: rs 
of his family, and, althouh 
badly lamed as the result of 
accident some time earlier 
general health was then good 
We are glad to be able to record 
that up to the very end 
retained his faculties and pass: d 
away peacefully after a few day s’ 
indisposition. The interm: 
which was private, took place on 
Saturday last, February 1, a! 

a funeral service at Holy Trin 
Church, Northwood, which \ 
attended by a number of o/( 
friends and railwaymen, incl 
ing Mr. J. Pike (President) 
Mr. A. S. Mills (Secretary) of + 
Retired Railway Officers Societ 


Mr. S. G. Hearn, Assistant 
the Superintendent of the Li 
G.W.R., who, as announced el 
where in this issue, has be« 
appointed Operating Assistant 
to the Superintendent of tl 
Line, joined the company 
service at Plymouth in 1911 
Apart from four years with th 
Royal Engineers (Signals) durin 
the 1914-1919 war in Franc: 
Belgium, and Germany, he was 
employed at various stations i1 
the Plymouth Division until 
1921. In that year Mr. Heari 
was selected for the company’s 
special training scheme, and 
was the first Traffic Department clerk 
to be so chosen. He received facilities 
for obtaining additional experience in 
the Goods, Traffic, and Docks Depart- 
ments. His training period over, Mr 
Hearn served for three years on the 
personal staff of the General Manager 
In January, 1928, he took up special 





Mr. H. H. Swift 


\ppointed New Works Assistant to the 
Superintendent of the Line, G.W.R. 
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duties in the Office of the Superinten- 
dent of the Line, where he remained 
until his appointment as Junior Assis- 
tant to the Divisional Superintendent at 
Newport in March, 1930. Mr. Hearn 
was transferred to the Worcester Divi- 
sion as Chief Clerk to the Divisional 
Superintendent in July, 1933; and in 
October, 1936, was made Assistant 
Divisional Superintendent at Newport. 
In December, 1938, he became Divi- 
sional Superintendent, Gloucester, and 

\pril, 1940, was appointed Assistant 

the Superintendent of the Line, 


Idington. 


ir. H. H. Swift, Assistant Divisional 
superintendent, Cardiff, G.W.R., who, 
announced elsewhere in this issue, 
been appointed New Works Assis- 
to the Superintendent of the Line, 
1ddington, entered Great Western 
rvice at Paddington in 1904. After 
» years in the Audit Office, he was 
nsterred to the General Manager’s 
where he was engaged for a 
period of nine years, during the latter 
irt of which he acted as personal clerk 
the General Manager. For the next 
en years Mr. Swift was attached to 
Superintendent of the Line’s office 
a train runner, and subsequently 
transferred to the Chief Goods Manager’s 
tice and was appointed Continental 
ymmercial Agent. This position he 
ld for six years, when he was ap- 
inted Goods Agent at Manchester. 
uur years later Mr. Swift returned to 
the Tratfic Department to become Chief 
Clerk to the Divisional Superintendent, 
In October, 1937, Mr. Swift 
vas appointed Assistant Divisional 
Superintendent, Cardiff. 


( TT ce. 


Chester. 


\Ir. Oliver Lyttelton, President of the 
Board of Trade, has appointed Mr. C. U. 
Peat, M.P., to be his Parliamentary 
Private Secretary. 


At the meeting of the Irish Railway 
Clearing House Committee held at 5, 
Kildare Street, Dublin, on January 29, 
Sir Walter Nugent, Bart., was _ re- 
elected Chairman of the committee for 
the year 1941. 


Dr. Julius Dorpmiiller, the German 
Minister of Transport, and General 
Manager of the Reichsbahn, was decor- 
ated on December 7 by Hitler with the 
Nazi Party gold medal on the occasion 

his completing 50 years of railway 


rvice. 

Mr. H. O'Halloran has been ap- 
ointed Director of Postal Services 
G.P.O), and a Member of the Post 
Office Board. He spent many years 


n the postal surveying staff from which 
he was seconded in 1925 to take up 
the post of Controller of Posts & Tele- 
sraphs in the Sudan. In 1934 he re- 
organised the Newfoundland Post Office 
when the government of that dominion 
vas put in-commission. On his return 

became Deputy Controller of the 
Money Order Department, London. 
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From there he went to the Ministry 


of Home Security, where he was Chief 


Regional Officer of the A.R.P. Depart- 
ment. He’ later became Deputy 
Director of the Posts & Telegraphs 
Censorship, Ministry of Information. 


SOUTHERN RAILWAY APPOINTMENTS 

The following Southern Railway ap- 
pointments are announced, to date from 
January 1, 1941: 

Mr. H. C. Beck to be Personal Assis- 
tant to the Chief Electrical Engineer. 

Mr. J. L. Harrington, Divisional 
Marine Manager, Dover, to be General 
\ssistant to the General Manager. 


Mr. S. G. Wood, tormerly Business 
Systems Officer attached to the General 
Manager’s Office, Southern Railway, 
has been loaned to the Ministry of 
Supply, where he holds the position of 
Controller of Transportation Accounts 
in the newly-formed Department of the 
Controller General of Transportation 


We regret to record th 
January 31, of Mr. Daniel Patrick 
Dunne, Managing Director of the 
Chloride Electrical Storage Co. Ltd. 


death, on 


We regret to record the death on 
January 4 of Mr. Edward Thomas 
Lawrence, formerly Secretary of the 
Barry Railway. 


Mr. C. S. Louch has left estate 
valued at £9,002. Mr. Louch, whose 
death we recorded in our September 20 
issue, was Comptroller & Accountant, 
London Passenger Transport Board, 
from 1933-1939. 

Adams, 


Mr. Stanley Chairman of 


Thos. Cook & Son Ltd., has agreed 
to act without remuneration as Man- 
aging Director of the Parcels Depart- 
ment of the British Red Cross. Mr. 


Adams has secured the co-operation of 
other business firms. 


Mr. Rk. J. Hall, who since lebruary, 
1938, has been a Director of the Liver 
pool Overhead Railway Company, has 
been appointed by the Minister of 
lransport as a nominee member of the 
Mersev Docks & Harbour Board, in 
succession to Mr. James L. Ferguson, 
resigned. Mr. Hall has been on the 
Liverpool City Council since 1922, and 
was Lord Mayor in 1935-36. 


We regret to record the death, on 
February 1, of Mr. William Gibbs 
McAdoo, who was U.S.A. Secretary of 
the Treasury from 1913-1919. Mr. 
McAdoo, who was born in 1863, took a 
keen interest in railways in the earlier 
years of his career, and was largely 
responsible for the establishment of the 
series of local railway tunnels under the 
Hudson River from the New Jersey side 
to Manhattan Island. During the last 
war he became Director-General of the 
U.S.A. Railroads and Coastwise Ship- 
ping when these were taken over by the 
Government 1n 1917. 


AWARDS FOR GALLANTRY 

In a Supplement to The London 
Gazette of January 24, awards were 
announced to a large number of 
civilians, associated with railways, who 
have been honoured for acts. of 
bravery. The honours include one 
George Cross, eight George Medals, and 
six medals of the Order of the British 
Empire. 

The King has awarded the George 
Cross to Norman Tunna, _ shunter, 
Great Western Railway, Birkenhead. 
Enemy action over the Liverpool port 
area resulted in a number of serious 
fires, involving railway and dock ware- 
house properties. A large number of 
incendiary bombs fell on and about 
the goods station and sidings. Among 
the wagons in the yard were a train 
load of ammunition, various trucks of 
petrol in tins, bombs and ammunition 
fuses. Most of the enemy incendiary 
bombs were extinguished by the 
prompt action of the staff on duty 
before damage could be done, but a 
erious fire developed from incendiaries 
falling in one section of the station 
premises. In the course of these events 
shunter Tunna discovered two incen- 
diary bombs burning in a sheeted open 


wagon containing 250 lb. bombs. With 
complete disregard for personal risk, 


funna removed the sheet, extinguished 
the incendiary bombs, and removed 
them from the truck. The top layer of 
these heavy bombs was hot. Tunna’s 
action displayed courage in very high 
degree and eliminated the risk of 
serious explosions, the results of which 
it would be difficult to measure. 
Other awards are as follow 


George Medal 

Mr. Ernest Victor Barker, 
Collector, Bridlington, L.N.E.R. 

Mr. Arthur Harrison, M.M., Charge- 
man Asphalter, Hull, L.N.E.R. 

Mr. George Wm. Whitehurst, 
Labourer, Hull, L.N.E.R. 

Mr. Ernest Haskey, Acting Brick- 


Ticket 


layer’s Handyman, London, N., 
L.N.E.R. 

Mr. Harold John Savage, Yard- 
master, London, S.E., Southern Rail- 


way. 
Mr. Patrick John Mahoney, Checker, 
Birkenhead, G.W.R. 


Mr. Peter Frederick Smout, Engine 
Cleaner, lyseley, Birmingham, 
G.W.R. 

Mr. Frederick Francis Blake, Ex- 


aminer, Small Heath, Birmingham, 
G.W.R. 
British Empire Medal 
Mr. Herbert Thomas, Yard Inspec- 
tor, Birkenhead, G.W.R. 
Mr. William Edwin Weaver, Cartage 
Foreman, Birkenhead, G.W.R. 


Mr. james Ernest Clarke, Yard- 
master’s Clerk, Bordesley Junction, 
G.W.R. 

Mr. George Wm. Cooper, Horse 
Foreman, Poplar, G.W.R. 

Mr. Frederick Charles Clouder, 
Crane Driver, Southampton Docks, 
Southern Railway. 

Mr. Henry Joseph Taylor, Chief 


Foreman, Poplar, L.M.S.R. 
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TRANSPORT SERVICES AND THE WAR—76 


Women as porters and restaurant attendants—Severn tunnel train alterations 


—Restoring the Belgian railways—-French railway economies-—Air services 


In London and throughout the country generally, women 
ire replacing men on the staff of the L.M.S.R. for clerical 
und manual work. Already numbers of women are employed 
orters at passenger and goods stations and are showing 
. keenness in carrying out the duties allotted to them. Other 
women are employed at the carriage cleaning depots, in the 
workshops, and on the trains as restaurant attendants. Short 


i“ 


training courses are arranged so that the women may 
dily acquire the necessary efficiency 


Passenger Traffic on the Tyne 


W rstand that, in the event of a breakdown of the 

rmal means of public transport due to enemy action, an 
emergency ferry service will be run on the River Tyne t 
nsure that workmen shall their employment in the 
nit ras id other entres 


Alterations in G.W.R. Passenger Trains 


r} G.W.R. has intimated that various reductions hay 
been made in the p wer train service through the Sever 
Tunnel t issist the general working and expedition of coal 
train m South Wales Some Cardiff—Bristol trains wer: 
withdrawn on January 13 and others on January 20. A few 
hanges have also been made from January 20 on th 
Newport—Gloucester lin 


Further L.M.S.R. and L.N.E.R. Train Alterations 


In addition to the L.M.S.R. train service modifications 
ounced last week’s issue, from February 3 the 4.50 
p.1 Belfast boat expr ia Heysham has been altered to 
leave Euston at 3.0 p.i and the 6.15 p.m. Stranraer boat 
expres t 4.35 p.m i large part of the difference in tim 
i} in the running. On the L.N.E.R. the 2.30 a.m. 
from Marvlebon 1 newspaper express conveying passengers 
which during its long history has been noted for the tightness 


of its point-to-point timings, has been withdrawn 


3ristol Evacuation 


Drist lich ha hitherto been a neutral area, idopted 

heme on January 27 for the evacuation of 28,600 clemen 
tary hool children between the ages of 5 and 14. It is 
ot ompulsory scheme. The chairman of the Education 
Committ Alderman A. W. Cox, said that experienc 
howed that 60 per cent isually took the opportunity. Che 
childre from the most heavily-bombed districts would 


first 
Currency of Travellers to Eire 

fhe Treasury has announced that an Order (S.R. & O 
1941 No. 96) has been made under the Defence (Finance 
Regulations which came into force on February 1, amending 
the restrictions on the taking of money by travellers to Eir 
Heretofore, travellers to Eire might take up to £25 in ster 
ling notes or Eire currency, but for larger amounts they had 
to obtain permission. Now, however, travellers to Eire may 
take sterling notes or Eire pounds up to any amount. This 
concession does not apply to notes or currency sent through 
the post; and the existing restrictions on the export to Eire 
of other currencies and of gold, securities, insurance policies, 
et ilso remain unchanged. 

Transport Conditions in Holland 

rhe wages of the lower grades staff of the Netherlands 
railways were increased by 6 per cent. from December last, 
owing to the higher cost of living. As there is severe ration 
ing of food and clothing in Holland, this increase (which 
follows similar increases to industrial and agricultural 
workers) is a sign of growing hardships. Train services in 





Holland are constantly being reduced. No attempts ar 
made to run to timetable, and members of the public have 
been informed that they must not rely on advertised 
connections. : 


Railway Reconstruction in Belgium 

Since the publication (in our issue of January 17, 194] 
page 77) of our report on the re-establishment by the 
Germans of communications on the Belgian waterways, news 
has reached us concerning similar efforts for reconstructing 
damaged railways. During the fighting in May, it is 
reported that 493 railway bridges, 69 overbridges at road 
rail crossings, and 17 tunnels were placed out of use, besides 
practically the entire signalling system, and large numbers 
of station tracks. On May 22 the German Army Transport 
Reconstruction department began work, requisitioning local 
labour in addition to the Belgian permanent way staff and 
the German sappers. Up to September this force repaired 
73 double track bridges and over 300 single track bridges, 
three tunnels, 97°5 km. (61 metres) of main-line track, and 
1,450 switches, including the French lines in the Calais, Dun- 
kerque, Lille district, which for reconstruction purposes were 
administrated from the German divisional headquarters at 
Brussels Some of the heaviest work on tunnels and large 
bridges is still under way, and by the end of the year 
320 km. (200 metres) of railway in these territories wer 

ported to be still unusablk 


French Railway Services 

A saving of 5,000 tons of coal month is expected 
ilised by 5 per cent. cuts in French railway passens 
rvices which became effective on Monday last, February 3 
according to an announcement by M. Berthelot, Minister of 
[fransport in the Vichy Government It is stated that this 
cut does not affect express passenger or goods trains but onl 
local services. French passenger railway services in “* unc 
cupied ’’ France are now said to amount only to 25 per cent 
f those operating during the winter of 1938-1939, but tl 
total of passengers travelling is stated to be 80 to 90 per cent 
of that before the war 

A further reduction in train heating is also announ 
rains are to be heated only when the temperature falls 
below 41° F. instead of 50° F.as heretofore. This is expected 
to effect a further monthly saving of 5,000 tons of coal. 

According to a message dated January 27, a special guard 
has been formed in France for keeping watch over communi 
cations by rail and road. Detachments will have to guard 
bridges, tunnels, and all railway installations, as well as 
trains in stations. 

The economic situation in ‘‘ unoccupied ’’ France, accord 
ing to financial statements quoted by The Guaranty Surve\ 
(New York) for December, 1940, is improving in numerous 


( 


ways. Unemployment is decreasing, and railway freight 
traffic has risen to a level only 30 per cent. below the 1938 
average. The betterment in transportation is specially 


marked in the case of coal, which, together with wood and 
fertilisers, has been given priority of rail movement. 


Railways in Roumania 

Recent civil disturbance in Roumania has resulted in 
widespread disorganisation of the train services, but on 
January 26 it was reported that in the Bucharest area almost 
normal life had been resumed. Train services were stated to 
be working, but travellers were required to secure special 
permission to travel. Roumanian and German troops, their 
families, and railway officials and employees, are said to be 
exempt from this regulation. Subsequently a message on 
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The railways of Morocco, Algeria, and Tunis 


January 30 said that only German soldiers were permitted to 
travel on the Roumanian railways. 
Air Lines 
It is reported that all air lines in Spain are now con- 
trolled by the Trafico Aerea Espanol, an air traffic manage- 
ment commission set up by the Air Ministry and General 
Direction of Civil Aeronautics. It consists of a President and 
members, including representatives of the General 
Direction of Posts and Telegraphs, the Ministry of the 
nterior, and the Ministry of Finance. The Government pro- 


poses to form one exclusively Spanish concern to operate all 


tour 


air lines in Spain, Morocco, the Canary Islands, and the 
Spanish colonies in West Africa. Eventually, it is stated, 
the Spanish authorities intend to take over the Compania 
Iberia de Transportes Aereos which was formed in 1938 with 
the co-operation of the Deutsche Luft Hansa to operate all 
civil air lines in Nationalist Spain. The Trafico Aerea 
Espanol is said to have taken over the ground equipment, 
aircraft, and all buildings and property belonging to the 
former company L.A.P.E. and to be operating the following 


daily services: Madrid—Malaga—Tetuan—Melilla; and Bar- 
celona—Madrid—Lisbon. Though operating as a commercial 


organisation, it is under the direct control of the Air 
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Railways and principal roads of Libya. 





Imperial Forces occupied Cyrene (45 miles west of Derna) on February 3 
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Ministry. It is to be paid subsidies for 
mileage flown, provided from Air 
Ministry appropriations. 

Swissair suspended all its services on 
August 29, 1939, but resumed operations 
on March 18 last with a- service 
between Locarno and Rome. _ The 
Locarno—Barcelona service was begun 
on April 1. The entry of Italy into the 
war caused the suspension of these in 
June. On September 30 the company 
began a daily air line between Zurich 
and Munich, to connect with the 
Deutsche Luft Hansa, and this is still 
understood to be working. Swissair is 
stated to have reopened the Locarno 
Rome line recently, and hopes to resum: 
service to Barcelona in the near future. 

The Portuguese national air council 
on January 22 approved the proposal of 
a Portuguese company to establish air 
routes between Portugal and_ the 
colonies of Angola and Mozambique. 
Passengers and mail from Great Britain 


of Lisbon. 


Recently the German-controlled Condor Syndicate of 
Brazil applied for permission to maintain an air line across 
the South Atlantic with German aircraft, but permission was 
refused by the Brazilian Government. The Syndicato Condor 
Limitada maintains air lines between Rio de Janeiro and 
, and in pre-war days was associated with the 


Santiago 


and the U.S.A. will 
be able to fly to British East Africa and South Africa by way 
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Two press advertisements of Jersey Airways 


temporary basis. 


Shipment of iron 
according to a message received by the Norwegian Telegraph 
Agency in London. 
leading to them are said to have been effected on a purely 


Deutsche Luft Hansa and the Deutsche Zeppelin Reederei in 
the through service between Germany and South America. 


Narvik Iron Ore Shipment 


ore from Narvik has been resumed, 


Repairs to the quays and the railways 








Institute of Transport Luncheon 


Mr. Gilbert S. Szlumper on post-war questions 


Mr. Gilbert S. Szlumper, Railway 
Control Officer, Ministry of Transport, 
was the speaker at a luncheon held by 
the Institute of Transport at the Con 
naught Rooms, London, W.C.2, on 
February 5. Mr. Theodore E. Thomas, 
President of the institute, was in the 
chair. 

Mr. Szlumper began by saying that 
the interest of the Minister in trans- 
port matters was very live and prac- 
tical and also very intelligent. In his 
(Mr. Szlumper’s) role as Dr. Jekyll and 
Mr. Hyde, he was standing between 
the Scylla of Sir Leonard Browett who 
had brought along the Minister, and 
the Charybdis of railway friends; he 
was trying to be a Janus, looking both 
ways at once. 

He would refrain from speaking of 
the great services which the railways 
were performing, or of bravery shown 
by members of all grades of the staff. 
Instead of dealing with facts he pro- 
posed to allow his thoughts to go to 
the future and to put a series of ques- 
tions. The first was whether the plan 
ning of transport after the war was to 
be for a long-term peace or for recur 
ring wars. On the answer to that must 
depend the shape of things to come. 
Were the four main-line railways to 
remain four, or were they to be re- 
grouped into a smaller number? Wer 
the railways, road transport, and 
canals, to be formed into a huge inland 
transport monopoly? Were the rail- 
ways to remain in private ownership? 
How was the public interest best to be 
served? By the level of the rates and 
fares for the services generally, or the 





wages to employees, or by combination 
of all three? What was to be the basis 
of railway and road rates? 

Should railways be relieved of the 
obligation to be common carriers, or 
should that be imposed on other forms 
of transport? Should there be a rever 
sion to the private ownership of 
wagons, or would it be found that 
there had been some radical change in 
the coal industry which might have its 
effect upon this point? To what ex- 
tent was the re-distribution of industry 
to be subservient to transport? 

Was the rail-head system of distribu- 
tion to be made compulsory, and would 
there be a percentage of profits visible 
to the naked eye? To what extent 
would passenger travel be supple- 
mented by air transport? If there was 
a large increase in air transport after 
the war, what would be the reaction 
on railway development? Would 
the railways press on with electrifica- 
tion schemes calling for heavy capital 
expenditure, or would there be some 
development in steam traction. 

The answer to many of the questions 
must depend very much on those to 
the others. No doubt the governing 
one would be that dealing with State 
and private ownership of the railways. 
As time marched on, there was sure to 
be increasing mention of nationalisa- 
tion. He would like to set down a 
few special questions on this matter. 
Let them consider the reasons why 
some countries had adopted nationali- 
sation. In Germany it had been a case 
of military necessity. In Belgium, 
Holland, and Denmark, water compe- 





tition was bankrupting the railways. 
In France, the low return on th 
capital invested had stagnated develop 
ment, and the Government had been 
forced to finance new construction. In 
Switzerland, a national referendum 
had decided that it was undesirable 
that a large portion of railway capital 
should be in the hands of foreigners. 

Mr. Szlumper went on to compare 
the operating ratio of railways in 
various parts of the world. Taking 
the period 1929-1937 he said that th: 
figure for the British railways had 
varied between 71 and 83 per cent. 
This was very close to that of the 
United States railways which had been 
from 77} to 82? per cent. For Ger- 
mayy, variation had been between 90 
and 105 per cent.; in Belgium, from 91 
to 107 per cent.; Denmark 97 to 114 
per cent.; France 106 to 137 per cent. 

Continuing, Mr. Szlumper asked 
whether it would be possible to have 
national ownership of the railways 
alone, or would road transport have to 
be included, and, if so, what would be 
the position of the ‘‘C”’ licence 
holder? Would canals, air, and ship- 
ping be left outside to compete with 
Government-owned _ transport? On 
what basis would it be practicable to 
remunerate the £1,200,000,000 of rail- 
way capital? If the other sections of 
transport were brought in, would the 
same basis be adopted for them? How 
would the plan be administered? 

Mr. Szlumper concluded by saying 
that these questions must be examined 
and reasoned, and reasonable answers 
found before any decision on such 
matters was taken. He put his prob- 
lem and said to the members of 
the Institute of Transport ‘‘ What 
would you do?”’ 
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RAILWAY LAW FOR THE QUARTER 


Conditions on Excursion Tickets 
Early v. Great Southern Railways Com- 
pany, 1940, Ir. Rep. 409 

“Tf the giving of the ticket in plain 
terms indicates that there are con- 
ditions, one of which is that the holder 
shall find them at a certain place and 
accept them, that is a plain indication 
that the company has made the offer 
upon those terms and conditions only, 
and it is no answer that the holder’s 
attention has not been called to the 
conditions.”’ 

That is the kernel of Lord Hanworth’s 
judgment in Thompson v. London Mid- 
land & Scottish Railway Company (1930), 
1 K.B. 41. It was applied and acted 
upon in Early’s case, recently reported 
in the Irish reports (Mr. Justice Hanna) 
where the plaintiff was injured while 
travelling with an _ excursion ticket 
issued on special conditions appearing 

the company’s time tables. One of 
these was that the holder of the ex- 
cursion ticket should have no right of 
action for injuries. 

The principle is now well known, 
but there was this special point of 
interest, that the excursion ticket was 
from F. to M. and back. The holder 
on returning to M. did not alight, but 
stayed in the train until it reached C., 
nd it was at C. that the accident 
occurred. The Supreme Court, affirm- 
ing Mr. Justice Hanna, held that the 
plaintiff (the holder) was being carried 
not as an ordinary passenger on this 
extra limb of the journey, but on the 
special conditions on which his ticket 
was issued. They said that the holder 
in approbating the contract by tra- 
velling under it could not afterwards 
reprobate it by claiming a right in- 
consistent with it, and that he was 
therefore unable to recover damages for 
his injuries. 


No Reference to Conditions 

Sugar v. London Midland & Scottish 
Railway Company, The Times, Dec. 12 
Here was the contrary case, in which 

the present Lord Chief Justice (Lord 

Caldecote) held that the company had 

not sufficiently called the attention of 

the plaintiff to the conditions and she 


recovered £200. She had taken an 
excursion ticket from Benfleet to South- 
end. The words ‘‘ for conditions see 


back ’’ were printed on the face of the 
ticket, but they had been blotted out 
by the date stamp. Apart from this 
they could be read in a printed notice 
exhibited at the station. On the morn- 
ing of December 28, 1939, the plaintiff 
was walking from the booking office 
to the platform at Benfleet Station 
where she tripped over an unguarded 
hole and was severely injured from the 
fall. She claimed damages from the 
company for leaving the hole unguarded 
and the passage insufficiently lighted. 
The company set up in defence the 
ticket conditions, one of which was that 
the holders should have no right of 
action for injury however caused. 


The Lord Chief Justice pointed out 
that the question was whether the com- 
pany had done what was reasonably 
necessary to bring the conditions to the 
notice of the plaintiff. Here there were 
no words on the front of the ticket 
referring the holder to the condition 
of the journey and no reasonable steps 
had in his opinion been taken by the 
company. In Penton v. Southern Rail- 
way Company (1931), 2 K.B. 103, the 
words ‘‘ For conditions see back’’ 
appeared clearly on the front of the 
ticket, and this caused Mr. Justice 
Swift to hold that enough had been 
done by the company to direct the 
holder’s attention to the special con- 
ditions attached to the contract. 

That was not done in the case before 
the Lord Chief Justice, and therefore 
he awarded the plaintiff £200 damages 
for negligence, in spite of the condition 
exempting the company from liability. 


Demanding Change 

A correspondent writes us as to a 
case at Eccles in which a passenger in 
a tram belonging to the Salford Cor- 
poration was fined by the magistrates 
for travelling without a ticket. He had 
in fact offered to pay but had demanded 
change, and for the Corporation an old 
case was cited in which it was held that 
where change was demanded, the 
defence of tender was not good in law. 
In general this is true as regards the 
defence of tender, see, for instance, 
Robinson v. Cook (1815), 6 Taunton’s 
reports. But it cannot be that a 
passenger who has not tendered the 
exact fare for his ticket is ordinarily 
liable to a fine. There must have been 
other circumstances in this case which 
rendered the passenger liable to con- 
viction. Different considerations arise 
upon a police court summons, which is 
of a quasi-criminal nature, from those 
which apply in an action for the re- 
covery of a debt in a civil court. 
Magistrates are not likely to convict and 
fine for such an offence, unless there is 
clear evidence of the passenger’s in- 
tention to travel without paying. 


Perforated Ulcer an Accident 

London & North Eastern Railway Com- 
pany v. Mackie (The Scotsman, 
Oct. 11, 1940). 

It is always difficult for a Court of 
Law to say whether or not internal 
injuries are the effect of a pre-existing 
cause or disease, or whether they are 
the result of strain incurred in the 
course of a man’s work, so as to entitle 


-him to compensation. In the above 


case Mackie was a porter employed 
by the company at Dundee (East) 
station. He died as the result of the 
perforation of a gastric ulcer from 
which he was suffering, and his widow 
claimed compensation on the ground 
that this was due to accident sustained 
by him on October 18, 1939, and arising 
out of and in the course of his employ- 
ment. 

The Sheriff's Court with the aid of 
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a medical assessor found that the 
perforation was caused by the strain 
of the man’s ordinary work, acting on 
the chronic ulcer from which the work- 
man suffered. The widow was awarded 
£600, and from this award the company 
appealed. 

The Court of Session would not 
interfere with the finding of the Court 
below, which had the help of the medical 
assessor. The Court was unable to say 
that that conclusion was unreasonable 
and so the decision stands. Unless there 
has been misdirection by the Court 
below, it is never likely that the Court 
of Appeal will vary the finding of the 
lower Court on questions of fact. The 
Court of Appeal does not hear the 
evidence, but simply reads the evidence 
as given in the Court below. Some- 
times the evidence quite fails to support 
the decision and in those cases, apart 
from any legal argument, it is upset, 
but not otherwise. 


The New Lord Chief Justice 


For some time Sir Thomas Inskip 
(now Lord Caldecote) held the office of 
Attorney General, but he then was 
immersed in political life and left the 
Bar. He afterwards became Lord 
Chancellor and is now in the unique 
position of having been appointed Lord 
Chief Justice, so that he has held the 
two highest judicial offices in the land. 
The country is fortunate in having one 
who can so ably uphold the office 
rendered vacant owing to the retire- 
ment of Lord Hewart. Viscount Calde- 
cote is patient and considerate in listen- 
ing to arguments of counsel and yet is 
alert in the administration of Justice. 
In taking office as Lord Chancellor Sir 
John Simon, now Viscount Simon, has 
also left the political arena and re- 
turned to more sombre work connected 
with the Woolsack. 








G.W.R. Dock REBATES.—The Great 
Western Railway Company has an- 
nounced that from Friday last, January 
31, the scale of rebates allowed on dock 
charges, which has generally prevailed 
since January 1, 1937, was replaced by 
new scales. In the case of coal, coke, 
and patent fuel exported as cargo or 
bunkers to destinations outside Great 
Britain (including exports to Eire, 
Northern Ireland, Isle of Man, Channel 
Islands, and Scilly Isles), also bunkers 
for fishing vessels, is reduced from jd. 
a ton to 1d. a ton. The additional 
allowance of 4d. a ton on coal shipped 
from fully-loaded 20-ton wagons, is being 
maintained, as also is the rebate of 10 
per cent. of the wharfage charges in the 
case of imported pitwood, pitprops, and 
mining timber. Rebates are granted on 
exports to destinations other than Great 
Britain, Ireland, Isle of Man, and Scilly 
Isles of (i) 9d. a ton on iron and steel 
(Classes 5 to 10 of classification, other 
than tinplates and terneplates) and 
(ii) 4d. a ton on tinplates and terne- 
plates. 
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ABSTRACTS OF RECENT PATENTS* 


No. 520,026. Crossings 13 carrying the axles 14. The truck 

William Henry Dudley, of 18, Harts- also has a floating bolster 16 with 
wood Avenue, Reigate, Surrey. (Appli- centre plate 17, supported by springs 
cation date: August 4, 1938.) 18 from spring seats 19. Pads 21 adja- 

According to this invention, in a bull cent transom webs 22, which are con- 
head crossing a pivotal fishplate joint tinuations of web 23, resist lateral 
attaches the switch C to the frog A at movement of the bolster. A brake disc 
D where the frog has normal rail 25 is secured to each wheel 15 through 
width. The switch C extends to E flange 36 secured by bolts 37, and has 
where approximately 5} in. is obtained two braking surfaces 26, 26a and webs 
between the gauge lines of the rails F 27. Each brake shoe 30, 30a has brake 
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which are continuations of wing rails blocks 31, and is_ , . 
B. Figs. 2 and 8 are cross and longi supported by an R.G. 51989//,, 
tudinal sections respectively, of the anchor 34, the 
pivot D which consists of a pin K, torques of the 
secured by a spring washer F and split blocks being 
pin P, and passing through plates L, transmitted by 


Li and L4 which are secured by bolts arms 34a to the 
N to the horizontal portions /1 of the truck frame 
fishplates J and to a plate M which about an anchor 


supports the hinged joint with bolts shaft 40. The 
N1. A cavity O provides means for weight of the 
supplying lubricant to pin K and its shoes is sup- 
bearings in the plates L, L1 and L4.— ported on arms 
(Accepted April 12, 1940.) 35 oscillatably 
mounted on the 

No. 520,879. Brakes axien 14 and 
Budd Wheel Company, Hunting Park pivotally con- 
Avenue, Philadelphia, U.S.A. (Con- nected to anchors 
vention date: August 19, 1937. 34. The brake 
A railway truck 10 has beams 11 is preferably 


with resilient supports 12 for journals operated by 





23° 
42 
Jo* 
26°" — 
260° 
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R.G! 5208743, 





* These abridgments of recently published specifications are specially compiled for THE 
RAILWAY GAZETTE by permission of the Controller of His Majesty’s Stationery Office. Group 
abridgments can be obtained from the Patent Office, 25, Southampton Buildings, London, W.C.2, 
either sheet by sheet as issued, on payment of a subscription of 5s. a group volume, or in bound 
volumes, price 2s. each, and the full specifications can be obtained from the same address price Is. 
each, 
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pneumatic pressure, by means of 
brake cylinder 42, cast integral with 
brake shoe 30a, and provided with 
a piston 43 and piston rod 44, con- 
necting with the opposite shoe 30 
and passing through anchor 34 to 
support the shoes. After braking, the 
shoes are separated by release springs 
46, 46a. No substantial change in load- 
ing is produced on the resilient sup- 
ports 12 by reason of the _ braking 
operation.—(Accepted May 7, 1940 
No. 519,891. Multistage Control 
Schweizerische Locomotiv- und 
Maschinenfabrik, of Winterthur, Swit- 
zevland. (Convention: Oct. 17, 1937. 
The inlet valves 1, 2 of two steam 
engine cylinders are adjusted, by 
means of rollers 4 on shafts 3, for 
admitting steam in the direction of the 
arrows. Each shaft 3 carries cam swells 
0, I, II for three different cut-offs, and 
is displaceable in bearings 5 by a pres- 
sure controlled piston 6 through a coup- 
ling 7, to provide co-operation of any 
of the cam swells, for instance as 
described in Patent Specification No. 
245,413. Driving movement is trans 
mitted to shafts 3 via gear wheels 3a 
from the steam engine crank shafts 
The pistons 6 are controlled by piston 
valves 8 by supplying pressure medium 
through pipes 9, and these valves 8 


Ja 





$ 


are influenced step by step by stepped 
slide members 14, 14a firmly connected 
together and operated by lever 15 
through rod 15a. Control of valves 8 
is effected through rollers 13, 13a car 
ried on rods 12, these rods 12 being 
pivotally connected at 10 to resetting 
levers 11. In arrangements according 
to the invention a greater number of 
control stages can be obtained without 
increasing the number of cam swells, 
providing a finer graduation of tractive 
effort.—(Accepted April 9, 1940.) 
COMPLETE SPECIFICATIONS 
ACCEPTED 

520,879 and 520,880. Budd Wheel Com- 
pany. Brakes for railway trucks. 

520,992. Hurst, W. F. F. Martin-, and 
British Thermostat Co. Ltd. Valves for 
steam or pressure vessels. 

521,081. Caprotti Valve Gears Limited 
(Kupka, J. J.). Valve gears for steam 
engines. 
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RAILWAY AND OTHER MEETINGS 
Midland Railway Co. of Western Australia Ltd. 


The ordinary general meeting of 
the Midland Railway Co. of Western 
Australia Ltd. was held at Winchester 
House, Old Broad Street, E.C.2, on 
January 31. Mr. William Sandford 
Poole, Chairman of the Company, 
presided. 

fhe Secretary, Mr. William Tait, 
having read the notice convening the 
meeting and the report of the auditors, 
the Chairman said that gross traffic 
receipts for the year to June 30, 1940, 
wel £155,899, as compared with 
(174,422 in 1938-39. Net traffic re- 
ceipts were £73,331, as against £91,601 
in the previous year. Working expenses 
amounted to £82,568, compared with 
{82,821 for 1938-39. Although there 
had been a saving in running expenses, 
due to reduced train mileage, this had 
been offset by increased expenditure on 
permanent way maintenance. The cost 
of coal a ton, and of general stores, was 
higher, and further adjustments in 
wages, always in an upward direction, 
had been made by the Court of Arbitra- 
tion. 

\nalysing the sources of revenue for 
the year, the Chairman said that there 


had been a decline of about £1,250 in 
the earnings from passengers and par- 
cels, and earnings from livestock traffic 
had been £4,538 lower than the previous 
year. The principal decline was in 


revenue from goods traffic, which was 
f12,818 less than in 1938-39. The 
amount of wheat carried by the railway 
had been 46,658 tons, compared with 
65,074 tons in the previous year, a 
decrease of 18,416 tons, equal to 28-30 
per cent. At June 30 last, wheat 
stored in railway silos had approximated 
28,027 tons, or about 44 per cent. of the 
total bulk receivables. 3y 
latest reports, he was glad to be able to 
state that the accumulation was being 
transported over the line, shipping 
facilities having become available. 

\s showing how the system of bulk 
handling had grown in favour, he stated 
that no less than 90 per cent. of the 
wheat transported by the Railway in 
the past year had been conveyed in 
bulk, as compared with 70 per cent. two 
years previously. 

Train mileage showed a decrease of 
about 6 per cent., compared with that of 
1938-39. Gross earnings per train mile 
were nearly 8d. lower. Working ex- 
penses were higher by over 4d. per train 
mile. 

The revenue account for the year 
showed a credit balance of £68,865, 
compared with £87,872 for 1938-39. 
The amount expended on renewals had 
been £41,828, as against £51,276 in 
1938-39 ; £30,000 has been allocated to 
depreciation and renewals account, in- 
creasing it to £95,819, and, after deduc- 
tion of £41,828, the balance at credit of 
that account was £53,991. 

The loss on exchange was £5,102, as 
against £11,476 for 1938-39. It had 
been charged to revenue, and the 


season’s 


exchange contingency account remained 
at £30,000. , 

After making the allocation of £30,000 
for depreciation and renewals, providing 
for Australian and British taxation, and 
interest on the first mortgage debenture 
stock, there remained a balance of 
£31,119, to which was added £42,586 
brought forward from the previous year, 
making £73,705 at credit of revenue 
account. Interest on the second mort- 
gage cumulative income debenture stock 
at the full rate of 5 per cent. required 
£29,618, and there was a balance of 
£44,087 to be carried forward. The 
directors regretted that again they were 
unable to recommend a dividend on the 
unified ordinary stock. In view of the 
heavy fall in traffic receipts, the peculiar 
difficulties of the present time, and the 
uncertainty as to the outlook it was 
incumbent that the company should 
conserve its resources. 

Sales of land amounted to 4,478 acres. 
The area of unsold land in the possession 
of the company as at June 30 last was 
682,647 acres, as against 687,125 acres 
at June 30, 1939. The outlook for the 
sale of farm lands in the immediate 
future was uncertain. There had been 
a severe drought which was expected to 
reduce considerably the harvest of 
1940-41. Latest advices indicated that 
the territory served by the railway had 
suffered less severely than others. 
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In a survey of conditions in Western 
Australia as a whole, furnished by the 
Agent-General, reference as made to the 
rainfall over the agricultural areas 
during 1940, with the exception of the 
districts served by the Midland Railway, 
having been much below normal. This 
had seriously affected the production of 
wheat. As production had suffered less 
in the Midland areas, he expressed the 
hope that the amount of grain available 
for transport from the company’s areas 
should not be much below that of pre- 
vious years. The exigencies of the war 
imposed restrictions on shipping which 
affected considerably the revenue of the 
company during the past year, and 


might again do so in the current 
year. 
The company might have to face 


heavy expenditure in the re-railing of a 
great part of the line. Over 200 miles 
of the railway were still laid with the 
original 46}-lb. rails, which had, there- 
fore, been in continuous use for about 
half a century, and that fact was 
eloquent testimony to the careful super- 
vision which had been exercised. The 
time was approaching when relaying 
with new rails became a necessity. It 
was proposed that the work should be 
spread over a period of years, not only 
to lighten the financial load, but also to 
allow the time required for manufacture 
and delivery of the rails, and for placing 
them in position on the line. Nothing 
could be done until the war was over 
and more normal conditions were 
restored. 

The report and accounts were adopted. 








STAFF AND LABOUR MATTERS 


Conscription for Fire Fighting 


Two Orders have recently been made 
by the Minister of Home Security, 
under the Defence Regulations, in con- 
nection with fire prevention. The one 
‘* Fire Prevention (Business Premises) 
Order, 1941 ’’ supersedes the original 
Fire Watchers’ Order imposed on every 
occupier of premises, to which the 
Order is applied by the appropriate 
authority, to make proper and ade- 
quate arrangements to secure that fires 
caused by enemy action will be imme- 
diately detected and combated. The 
Order makes it compulsory for male 
persons working at the premises to per- 


form fire fighting duties without 
remuneration, outside their working 


hours, up to a maximum of 48 hours 
in each month. These duties are to be 
shared equally among the workpeople, 
but exemptions are granted to persons 
who perform the duties at other 
premises; are members of the Home 
Guard or Constables; are performing 
civil defence duties for not fewer than 
48 hours a month; or are engaged upon 
vital work for exceptionally long hours. 

The appropriate authority in rela- 
tion to any factory premises or com- 
mercial premises forming part of any 
railway, canal, inland navigation, dock 


or harbour undertaking, is the Minister 
of Transport. The Order was applied 
to the London Defence Region by the 
Regional Commissioners on January 22, 
who fixed the age limits of persons who 
may be called upon for the duties as 
‘“ not less than 18 but under 60 years 


of age.’’ The second Order ‘‘ Civil 
Defence Duties (Compulsory Enrol- 


ment) Order, 1941,’’ provides for the 
compulsory registration by age groups 
and calling up for fire prevention duties 
of all male persons of the prescribed 
age in areas where the number of 
volunteers for such duties is insuffi- 
cient to enable a jocal authority to dis- 
charge the duties imposed upon it. 

In announcing these schemes, the 
Minister of Home Security stated that 
compensation for war and war service 
injuries payable to fire-fighters in fac- 
tory and commercial premises, where 
they are employed, will be on the same 
scale as compensation payable for war 
injuries under the Ministry of Pensions 
compensation scheme. The compensa- 
tion payable to local authority unpaid 
volunteer parties, or to individuals 
compulsorily enrolled by local authori- 
ties, will be on the scale at present 
payable to civil defence personnel. 





Irish Railway Traffic Interrupted 
by Flood.—On January 20 the Great 
Southern Railways suburban services 
between Westland Row (Dublin) and 
Dun Laoghaire were dislocated owing to 
the line being flooded. A_ bus service 
was provided, and, as a precautionary 
measure, another bus service was also 
temporarily introduced between Bray 
and Wicklow. Normal rail service was, 
however, resumed on January 21 


Flood Damage in Spain.—FExten- 
sive floods in Spain have interrupted 
railway communications, says a Reuters 
message. The flood waters of the Tagus 
have cut off Madrid from the southern 
and eastern provinces and the waters of 
the Ebro have invaded the streets of 
Tortosa. Numerous villages have been 
inundated and it is reported that bridges 
have been washed away in the province 
of Granada, seriously interrupting com- 
munications. 


Spanish Railway Nationalisation. 

According to telegraphic advices from 
Madrid, the Council of Ministers has 
approved a Decree under which the 
Spanish railways passed into State 
ownership on February 1. Efforts are 
to be made immediately to accelerate 
rolling stock repair and construction, 
to which end it is proposed to spend 
600,000,000 pesetas (about £15,000,000) 
during the present year. The railway 
position in Spain was briefly described 
in THE RatLway GazeETTE of May 22, 
1940, at page 408. 


Railways Interrupted by Snow.— 
The recent blizzard caused considerable 
interruption of road traffic and, in cer- 
tain districts, temporarily obstructed 
railways. The L.M.S.R., for example, 
was blocked by snow on the Liverpool— 
Southport line, in the Wirral, in North 
Wales, and in the North of Scotland. 
An Inverness—Wick passenger train was 
snowed up for two days at Kinbrace, 
Sutherland, and a goods train was 
isolated for three nights near Forsinard, 
the next station. On the worst days 
21 lines of the L.M.S.R. and 58 of the 
L.N.E.R. were aftected. There were 
250 snow ploughs at work ona single 
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day, and over 5,000 troops gave 
assistance in clearing L.M.S.R. lines. 
Members of the Pioneer Corps helped 
to clear the snow from an L.N.E.R. 
marshalling yard. 


Derailment of Streamline Diesel 
Train in U.S.A.—The eastbound 
Union Pacific streamline diesel train, 
City of Los Angeles, was derailed at 
Weir, Colorado, about 4 miles west of 
Julesburg, on December 21, when a rail 
broke under one of the power units. 
Mr. W. M. Jeffers, President of the 
Union Pacific Railroad, issued a state- 
ment according to which the rail con- 
cerned was of 131-lb. section, controlled- 
cooled, and laid about a year ago. 
Twelve of the fourteen passenger cars 
were derailed, but of the 200 persons on 
the train only 9 were slightly injured. 
The damage to permanent way and 
rolling stock was slight. Only one of the 
six bogies of the three motive power 
units was derailed, and this was the rear 
bogie of the third unit. All the pas- 
senger cars remained upright, although 
one swung across the track at an angle 
of 60 deg. 


Pre-stressed Concrete.—In a paper 
entitled ‘‘ Further Data Concerning 
Pre-stressed Concrete: Comparison 
Between Calculated Stresses and 
Stresses Registered During Tests,’’ to be 
discussed at the Institution of Civil 
Engineers in London on February 18, 
the author, Mr. T. J. Gueritte, begins by 
reviewing communications published 
during the past ten years, with the 
preparation of which he was connected, 
and which unfolded the trend of thought 
of M. Freyssinet and other Continental 
engineers engaged on the development of 
pre-stressed concrete. He describes the 
66-ft. test beam of Freyssinet, details 
the theoretical stresses, presents the test 
results, and makes a comparison of the 
measured with the calculated values. 
He discusses the observations made 
during the loading of the beam, and 
draws conclusions from them. The 
results of tests on a beam typical of pre- 
stressed girders for temporary bridges, 
made at Southall, Middlesex, in 1940, 
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IRELAND ——____— 
1941 | 1940 
£ 
Belfast & C.D. pass. | 2,879 2,171 
80 miles goods | 825 348 
total | 3,704 | 2,519 
Great Northern pass. | 11,200 | 8,050 | + 
(543 miles) goods | 13,750 11,750 
total | 24,950 19,800 
| | 
Great Southern pass. | 29,305 25,818 
(2,076 miles) goods 42,579 38,999 
total 71,884 64,817 | 
L.M.S.R. (N.C.C.) pass. | 6,430 | 4,060 
(247 miles) goods | 4,430 2,950 
total | 10,860 7,010 


| 
| Totals for 3rd Week 
| 


Totals to Date 








| ! 

Inc. or Dec. | 1941 | 1940 | Inc. or Dec. 

£ é | e | £ 
708 9,269 | 7,720 |+ 1,549 
477 | 2/958 | 1628 |+ 1,330 
1,185 | 12,227 | 9,348 |+ 2.879 
3,150 | 33,950 | 25,500 |+ 8,450 
2/000 | 41,900 | 34.200 |+ 7,700 
|4 5,150 | 75,850 59.700 |+ 16,150 
|+ 3,487 94,616 | 81,980 |+ 12,636 
35580 | 147,053 | 124,142 |+ 22,911 
7:067 | 241,669 206,122 |+ 35,547 

| 

+ 2,370 | 19,010 11,990 |+ 7,020 
t 1,489 | 15,980 9,020 |+ 6,960 
+ 3850 | 34,990 21010 |+ 13,980 
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and recorded by representatives of the 
Building Research Station, are reviewed, 
and typical results are presented in three 
tables. A comparison is made of the 
measured axial stresses with static cal- 
culations, and the conclusions drawn 
are set out for loads ranging from 
0-981 times the normal superimposed 
load to 3-55 times, at which point 
failure occurred. 








British and Irish Railway 
Stocks and Shares 


Prices 
wo tn 
eo o 
Stocks as rH F 
—-_— o- eb. Rise/ 
zr a oy ise 
1941 | Fall 
G.W.R. | 
Cons. Ord. ... od SS | 2 36 +1 
5% Con. Pref. 1034 | 58 894 i+14 
5% Red. Pref. - (1950) 1054 | 88 994 . 
4% Deb. 107} 904 1054 |-—4 
44% Deb. ond ---| LOBE | 965 108 
44% Deb. ...  ...| 1144 | 96 | 1134 = 
5% Deb. ae «| 124 =| 106 1224 
24%, Deb. ose «| 664 57 63 
5% Re. Charge . 7% 97 118 - 
5% Cons. Guar. ... 1I7 904 1144 (+4 
L.M.S.R. 
coo] 245 9 144 (+4 

jo Pref, (1923) «| 604 21% 39 +14 
rt ref. 704 35 | 534 |+1 
0 moa. Pref. (1955) 944 60 794 

% De 1013 81 992 |-3 
36° Red. “Deb. (1952) | 1094 102 108 
4% Guar. . 934 65 893 (+4 

L.N.E.R. 
5% Pref. Ord. si 83 I} 23 = |-4 
_ Ord. ... «| 44 14 1% 

© First Pref. e--| 60 20 374 (+! 

© Second Pref. 22% 6} | Itt 
$8 Red. Pref. (1955) 80 344 574 
4% First Guar. ° 864 56 784 |+4 

ivy Guar. ...| 77+ 37 64 
3°, an od) 2am 544 704 |-4 
4°, 4 97% 74 93 _ 
5% Red. Deb. (1947) 107 963 103 -_ 
44% Sinking Fund | 104 98 1004 

Red. Deb. 

SOUTHERN 
Pref.Ord. . e-| 79 34 504 _ 
Def.Ord.... ee-| 224 7 le i+? 
5% Pref. 1044 583 | 87 _ 
5% Red. Pref. (1964). 105 85 914 | - 
5% Guar. Pref. «| 1163 90 115 +1 
5% Red. Guar. Pref. 114% 94 1094 | 

oh 257) } 

% Deb. as rw ro 84; 1054 |—4 
38° Deb 1224 100 1224 - 
4% Red. ‘Deb. (1962— 106 964 103 — 

6 
4% Red. Deb. (1970- | 106% 93 103 - 
80) 
FORTH BRIDGE 
4% Deb. wa «| 954 87 86+ _ 
4% Guar. ese al 934 Bit 844 _ 
B. 
4% “A” ... 116 103 113 |4+4 
5% “A” 1214 107 1i74 |—-+¥¢ 
44% “*T.F.A.” 1054 101 =| 1024 - 
b*B” 116 102 106 _— 
=" 65+ 24 | 344 |+4 
MERSEY 
_ oe mat ae 184 234 _ 
4% Perp. Deb. cool 92S 863 9It 
3% Perp. Deb. «| 68 63 6o; | — 
% Perp. Pref. ...| 57 | 50k | 544 | — 
IRELAND 
BELFAST & C.D. | 
Ord. ... os son 4 3 4 i — 

G. NORTHERN | 
Ord. ... pen we 45 If 43 —- 

G. SOUTHERN 
Ord. .- ant oe} 125 4 64 _ 
Pref. ... is oe] 154 | 6 10 — 
Guar. ... aie aol a 15 263 +3 
Deb. «-» a. = wwe) 55H | 40 | 52h [—$ 
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QUESTIONS IN PARLIAMENT 


Wagon Handling 

Major A. N. Braithwaite (Buckrose 
C.), on January 22, asked the Minister 
of Transport whether there was any 
improvement in the expedition with 





which railway wagons were being 
handled. 

Lt.-Colonel Moore-Brabazon wrote in 
reply: The latest figures show some 


improvement in the handling of coal 
wagons, but unfortunately this cannot 
be said of other traffic. I am pressing 
the Departments concerned to assist in 
securing a better turnround of wagons 
with traffic under their control. 


Refreshment Facilities and Charges 

Mr. W. Glenvil Hall (Colne Valley— 
Lab.), on January 29, asked the Minister 
of Transport if he was aware that it was 
the practice of the railway companies to 
close the refreshment rooms on a large 
number of stations on Sundays. 

Lt.-Colonel Moore-Brabazon (Minister 
of Transport): In general, refreshment 
rooms are closed on Sundays only where 
there is not sufficient demand to justify 
their being kept open. In Scotland it is 
the custom to close refreshment rooms 
on Sundays in deference to public 
opinion. 

Mr. Glenvil Hall next asked the 
Minister of Transport if he was aware 
that the L.M.S.R. charged those using 
tea cars Is. 3d., including service, for 
two small fingers of toast, a biscuit, and 
a pot of tea; and if he would bring the 
matter to the notice of those concerned 
with a view to an alteration downwards 
in price. 

Lt.-Colonel Moore-Brabazon: I am 
advised that for the charge of ls. a tea 
is served which consists of a pot of tea, 
bread and butter, or toast or teacakes, 
and cake or biscuits. A second helping 
may be had on request. I do not think 
the charge is excessive. The additional 
charge of 3d. is in lieu of a tip and is 
charged on bills between Is. and 2s. 6d. 
For members of the Forces, experiments 
are being made with mobile canteens 
installed in trains where tea and refresh- 
ments can be obtained at canteen prices ; 
I have every reason to believe that these 
will be successful. 

Mr. Hall: Does the Minister not 
agree that while providing special 
facilities for troops is a good thing, the 
public should have something far more 
reasonable ? 

Lt.-Colonel Moore-Brabazon: If I 
provide something for the public I am 
accused of not looking after the troops, 
and if I provide something for the troops 
I am accused of not looking after the 
public There is provision in passenger 
trains for the ordinary passengers, and 
if the experiment is to be a success, as it 
obviously is, there will be two or three 
of these canteens in a train. 


Ministry of Transport Staff 

Mr. D. L. Lipson (Cheltenham—lInd.), 
on January 29, asked the Minister of 
Transport if he would state of those 
employed by his Ministry and in receipt 


of salaries of £600 a year and over, how 
many were there whose previous experi- 
ence was acquired mainly in respect of 


railway transport or road _ transport 
respectively. 
Lt.-Colonel Moore-Brabazon : Of 


those employed by the Ministry in 
receipt of salaries of {600 a year and 
over, 21 before their appointment in 
this Department were associated with 
railway transport and 28 with road 
transport. 

Mr. Lipson also asked the Minister of 
Transport if he would state the number 
of persons employed by his Ministry, 
temporarily or permanently, including 
regional traffic commissioners’ organisa- 
tions, in receipt of salaries of £350 a year 
or over. 

Lt.-Colonel Moore-Brabazon: The 
total number employed with salaries of 
£350 a year and over is 666. 


Camping Coaches 

Mr. Ellis Smith (Stoke—Lab.), on 
January 30, asked the Minister of Trans- 
port if he would consider how best the 
railway holiday caravan coaches and 
other suitable unused stock could be 
used in the present situation. 

Lt.-Colonel Moore-Brabazon wrote in 
reply : I am informed by the Railway 
Executive Committee that all railway 
camping coaches are either in use or ear- 
marked for essential war purposes. 


Coal Wagons 

Mr. J. H. Wootton-Davies (Heywood 
and Radcliffe—C.), on January 30, 
asked the Minister of Transport whether 
he had in hand any scheme to overcome 
the difficulties caused by the shortage of 
empty wagons for coal transport. 

Lt.-Colonel Moore-Brabazon stated : 
Any shortage of wagons is mainly due to 
a slowing down in circulation. There 
are a number of reasons for this, and no 
one remedy ; but the most effective im- 
provement is to be secured by a speedier 
turn round of wagons so as to obtain the 
full use of available resources. To 
secure this is my constant endeavour. 


A.R.P. Workers’ Fares 

Mr. T. E. Groves (Stratford—Lab.), 
on January 30, asked the Minister of 
Transport if he had been informed of the 
hardship incurred by air-raid precau- 
tions workers who in many cases had to 
reside away from their point of duty 
owing to their own houses being affected 
by enemy action, and travel by work- 
men’s tickets, and, although they might 
have been on duty 18 or 24 hours were 
informed by the railway authorities 
that return halves of such workmen’s 
tickets were not available ; and would he 
take steps to get this altered. 

Lt.-Colonel Moore-Brabazon, in a 
written reply, stated: I do not think 
that it would be fair to the railway com- 
panies to place on them the cost of 
extending workmen’s fares to cover men 
who do not return to their homes daily. 
The main-line railway companies have, 
however, agreed to a concession where- 
by, on production of an approved cer- 
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tificate, full-time Civil Defence workers 
will be able to obtain return tickets at 
the rate of a single fare and one third, 
notwithstanding that it may be less 
than the minimum which normally 
governs the issue of such tickets. It is 
expected that the necessary arrange- 
ments will be completed very shortly, 
and an announcement will be made 
then. 


Accidents to Employees 

Mr. Rhys Davis (Westhoughton— 
Lab.), on January 30, asked the Minister 
of Transport if he would state the 
number of fatal and non-fatal accidents 
to railway employees in this country 
for 1938, 1939, and 1940. 

Lt.-Colonel Moore-Brabazon stated : 
The number of casualties to railway ser- 
vants which the companies are required 
to report to me are set out below :— 


Year No. employed Killed Injured 
1938 608,719 (March) 239 16,534 
1939 589,880 ,, 257 11,526 
1940 585,072 o 284 1,947 


On September 1, 1939, the companies 
were relieved of the obligation to report 
cases of minor injury, so that the figures 
of injured for the three years are not 
comparable. These figures do not in- 
clude casualties due directly to enemy 
action. 








Contracts and Tenders 


The Bengal & North Western Rail- 
way has placed the following contracts 
to the inspection of Messrs. Rendel 
Palmer & Tritton :— 

177 steel axles for locomotives, carriages, and 
wagons: Patent Shaft & Axletree Co. Ltd. 

634 steel tyres for locomotive engines and 
tenders: Monk Bridge Iron & Steel Co. Ltd. 

1,000 steel tyres for carriages and wagons: 
laylor Bros. & Co. Ltd. 

Pickfords Limited has placed an order 
for 18 Mammoth Major 8 and 
12 Matador’ diesel-engined vehicles. 
This is one of the largest contracts for 
goods vehicles given to the Associated 
Equipment Co. Ltd. for some time. As 
in all other cases at present, the vehicles 
will be delivered as early as possible and 
when manufacturing facilities for private 
operators are available. Pickfords 
Limited has taken from A.E.C. no fewer 
than 62 vehicles in the past four years. 


The South African Railways adminis- 
tration is calling for tenders for the 
supply and delivery of quantities of 
machined steel solid taper pins and split 
flat cotters. Tenders should reach the 
Chief Stores Superintendent, Room 3, 
Park Chambers, Rissik, Johannesburg, 
by 3 p.m. on February 6. 


Brazilian Steel Company 

On January 31 the President of Brazil 
signed a decree authorising the forma- 
tion of the Brazilian Steel Company. 
The company has a capital of £6,000,000 
and its formation implements an agree- 
ment made last November between 
Brazilian and United States interests 
for participation of the latter in the 
establishment of the steel industry of 
Brazil. The first plant is to be built at 
Volta Redonda in the state of Rio de 
Janeiro. 














160 


THE RAILWAY GAZETTE 





Railway Stock Market 


Business on the Stock Exchange has 
remained inactive; the disposition was to 
await the Budget and also developments 
in connection with the Government's 
plans for mobilising man-power for work 
of national importance. Security values 
were moderately reactionary, but very 
little selling was reported, and many 
stocks remained in short supply in the 
market; subsequently the general ten- 
dency improved under the lead of British 
Funds. Home railway stocks moved 
against the surrounding trend earlier in 
the week, talk of the possibility of 
slightly higher dividends on the junior 
stocks having gained ground in _ the 
market. There is, however, divergence 
of opinion as to whether dividend policy 
will be influenced by uncertainty as to 
the basis on which the financial agree- 
ment with the Government is to be re- 
vised. Although various of the junior 
stocks rose sharply in price, buying was 
mainly centred on preference and guaran- 
teed issues, which attracted attention in 
view of the good yields at current prices. 
30th L.M.S.R. 1923 preference and 
L.N.E.R. first preference still yield 


around 10 per cent., and a similar high 
yield is also obtainable on Southern pre- 
ferred. L.N.E.R. first and second guar- 





anteed stocks would also appear to be 
undervalued. As to the second preference 
stock of the last-named company, there 
are continued hopes of a small improve- 
ment in the dividend to 1 per cent., 
which would compare with the ? per cent. 
paid for 1939. 

Great Western ordinary stock improved 
a point to 36. The preference stock 
showed a similar rise to 89}, but the 
guaranteed moved back to 1144, although 
the 4 per cent. debentures were little 
changed at 105. Demand for L.M.S.R. 
1923 preference improved the price to 39, 
which compares with 37 a week ago, the 
senior preference was better at 534, and 
the ordinary stock rallied to 14%. At 
90, L.M.S.R. guaranteed showed a frac- 
tional gain; the 4 per cent. debentures 
were around par, and appear to be under- 
valued in relation to both Great Western 
and Southern 4 per cent. debentures. 

Among L.N.E.R. stocks, chief atten- 
tion centred on the first preference, which, 
as compared with a week ago, rallied 
from 36 to 373; the second preference, 
however, was unchanged at 11}, and 
whereas the first guaranteed was better 
at 79, the second guaranteed showed a 
fractional decline to 644. L.N.E.R. 4 per 
cent. debentures were 94}, and the 3 per 
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cent. debentures 71. Southern deferred 
made the slightly better price of 114, and 
the preferred rallied to 504, which com- 
pares with 49} a week ago; there is, of 
course, general confidence that the ful] 
5 per cent. dividend on the last-1 med 
stock will be maintained. Southern pre- 
ference made the improved price of 87}, 
while the guaranteed stock and deben- 
tures, at 115} and 1054 respectively, were 
virtually the same as a week ago. Await- 
ing the dividend announcement, London 
Transport *““C”’ showed a further small 
improvement to 35, which compares with 
344 a week ago. 

There was little business in foreign 
railway stocks. Those of the Argentine 
companies showed few movements, 
although there were a fair number of deal- 
ings around 45 in B.A. Gt. Southern 
4 per cent. debentures. Central Argen- 
tine 4 per cent. debentures transferred at 
27. San Paulo ordinary also changed 
hands at this figure, and elsewhere, Anto- 
fagasta preference stock was around 19. 
On balance, French railway sterling bonds 
again made better prices, Nord being 28, 
and Midi 24}, but little buying was re- 
ported. Various Indian railway stocks 
changed hands; Bengal North Western 
transferred up to the higher level of 277 
Canadian Pacific shares and _ preference 
stock had a less active appearance this 
week 

















Traffic for Week & Aggregate Traffics to Date 
Miles “4 
Railways open he 5 Totals 
1940-41 8 Inc. or Dec.| % 

—— compared . This Y L Y 

this year with 1932 3 is Year ast Year 
£ £ £ £ 

( Antofagasta (Chili) & Bolivia 834 26.1.4] 18,770 (+ 180 4 68,050 75,920 
ak soo North Eastern ... 753 25.1.41 124,900 — ps. 6,800 30 | ps. 4,646,900 ps. 4,774,000 
Bolivar. eee ads “ 174 Dec. 1940 2,700 — 1,301 52 45,200 51,531 

Brazil ... si —- — — _ — a= 
Buenos Ayres & Pacific .--| 2,801 25.1 1.41 | ps.1,740,000 + ps.130,000 30 ps.36,873,000 ps. 37,818,000 
Buenos Aires Central id 190 14.12.40 $70,000 — $6,000 24 $2,141,800 $2,564,000 
Buenos Ayres GreatSouthern 5,082 25.1.41 ‘ps.2,441,000 |—ps.747,000 30 ps.60,054,000 ps. 65,403,000 
Buenos Ayres Western 1,930 25.1.41 ps. 735,000 —ps.246,000 30 ps.20,680,000 ps. 22,778,000 
_ | Central Argentine ... ...| 3,700 25.1.41 ps.1,660,250 ps.57,250 | 30 ps.42,502,400 (ps. 54,250,100 

v Do ‘ - _ — - — a 
5 | Cent. Uruguay of M. Video” 972 25.1.41 27, 315 4,034 30 631,070 592,836 
& | Costa Rica... . 188 May 1940 17,282 — 7,020 48 193,339 245,516 
< | Dorada ose a o 70 Dec. 1940 12,300 — 1,800 52 146,500 164,500 
= | Entre Rios. sida 810 25.1.41 ps. 205,000 — ps. 34, 400 30 ps. 6,551,800 ps. 7,532,500 
5 < Great Western ‘of Brazil oot DCO 25.1.4] 12,400 — 2,500 4 43,800 52,300 
& | International of Cl. Amer... 794 Sept. 1940 $325, 789 — $37,196 | 39 $4, 405, 419 $4, 486, 381 

U | Interoceanic of Mexico - — — - 

ow | La Guaira & Caracas... eos 22% | Jan. 1941 6.125 — 1,485 4 6,125 7. 610 
c< | Leopoldina ... ose nec] O08 25.1.41 22,563 2,314 4 82,527 82,737 
S | Mexican ‘ “ee 483 7.10.40 ‘ps. 270,900 |'~— ps. 300 14 ps. 3,816,500 ps. 3,954,000 
© | Midland of Uruguay.. ; a 319 Nov. 1940 11,009 + 255 | 22 56,627 45,218 
” | Nitrate ae ee 31.1.41 5,705 |— 3,039 4 10,252 18,669 
Paraguay Central... ‘ini 274 25.1.41 $4,408,000 +$1,452,000 30 $99,411,000 $97,058,000 
Peruvian Corporation .. 1,059 Dec. '940 64,856 — 2,585 26 393,325 383.935 
Salvador eee a poe 100 2.11.40 ¢7,687 — «925 18 ¢€158,338 174,282 
San Paulo ese won one 1534 19.1.4] 34,250 2,226 3 106,750 90,393 
Taltal -... abe pon 160 Dec. 1940 3.295 |— 395 26 17,140 14,140 
United of Havana aii on Sa 25.1.4] 20,797 + 1,469 30 456,669 512,449 
| Uruguay Northern ... sal 73 Nov. 1940 1,363 |+ 208 | 22 5,571 4,809 
a -—e- National ... «+» 23,695 21.1.4] 936,110 + 173,446 3 2,779,695 2,234,933 

zy Canadian Northern ni -~ ~- a= — a — -- 

c Grandi Trunk wes iad _ -- = — — — a 
( \ Canadian Pacific a eos! 17,153 21.1.41 655,200 144,000 3 1,944,200 1,525,400 





f Assam Bengal.. éoe od tae 30.4.40 
Barsi Light... one 202 30.11.40 
Bengal & North Western «« 2,086 Dec. 1940 
Bengal Dooars & Extension 161 Sept. 1940 

{ Bengal-Nagpur . 3,269 30.11.40 


| Bombay, Biroda & cl. India 2,986 20.1.41 

} Madras & Southern Mahratta 2,967 30.11.40 

| Rohilkund & Kumaon wa 571 Dec. 1940 
South Indian ... ‘ ese] 2,042 20.11.40 


Indiat 











(Beira .. ove lial 204 Nov. 1940 
) Geyption ‘Delta ase its 623 30.9.40 
Kenya & agente oes ont tSas _— 
4 | Manila ... one -— _ 
0 { Midland of Ww. “Australia soe 277 July 1940 
. Nigerian i e«-| 1,900 26.10.40 
> | Rhodesia Sia aon ooo] 2,442 Nov. 1940 
South Africa ... ose «+. 13,287 14.12.40 
| Victoria nce one—swes|_ 4,774 | Aug. 1940 





Traffic Table of Overseas and Foreign Railways 





Note. Yields are based on the approximate current prices and are within a fraction a“ te 









45,187 + 6,529 4 135,060 120,437 
3,660 — 2,910 34 105,555 82,132 
238,500 — 1,638 13 732,825 661,335 
14.625 |+ 508 26 78,405 66,243 
257,850 + 24,432 34 5,714,628 5,151,941 
332,175 59.400 43 7,945,200 7,203,225 
164,400 + 2,065 34 3,959,491 2,736,459 
54,450 + 317 | 13 144,075 135,650 


113,796 + 32,907 | 32 














69,360 _ 9 145,468 _ 
7,602 + 1,784 26 89,819 94,881 
11,397 (+ 139 4 11,397 11,258 
31,270 |+ 7,575 30 1,059,899 874,277 

474,933 _ 9 976,223 —_ 
781,073 + 89,087 37 25,540,934 | 23,953,923 
888,289 + 190,022 9 1,756,717 | 1,383,157 


t Receipts are calculated @ Is. 6d. to the rupee 


Publishing Weekly Returns 








2,910,150 2,597 ,19 $ 






Shares a > C 
or oe “0 ae o 
Increase or Stock La > 4 25 Le 
Decrease - e= m- (22 
= ~ ‘i 





£ 
= 5,870 Ord.Stk.| I14 


34 44 Nil 

— ps.127,900 - I 2 Nil 
es 6,331 |6p.c.Deb.| 64 5 6t | Nil 
_ Bonds 8 5 6 Nil 

— ps.945,000 Ord. Stk. 45 I 2 Nil 
— " $422.200) — aa a pias (it 
— ps.5,349,000| Ord. Stk.| 103 3 44 | Nil 
—ps. 2,098,000 ,, 83 2 33 | sONil 
—psi1.747,700, |. 83 2 3 Nil 
— Df 4 } 1} | Nil 

+ 38.234 Ord. Stk. 33 + 14 Nil 
= 52.177 Stk 234 14 164 12% 
- 18,000 ! Mc. Db. 99 97} 98 61 
—ps. 980,700 Ord. Stk 4 4 It Nil 
- 8,500 Ord. Sh. 4/- I /- * Nil 
- $80,962 —_ _ — _ — 
- Ist Pref. 9d. 9d. } Nil 

_ 1,485 _ 6 4 a) 
z= 210 | Ord. Stk.| 24 5 2 | Nil 
—ps. 137,500 2/tit| j Nil 
+ 11.409 _— -—- _ — — 
ll 8.417 | Ord.Sh.| 23 4 4 | 7H 
+ $2,353,000 Pr. Li. Stk. 4l 36 36 l6té 
+ 9,39 Pref. 4 | 2 Nil 
_ ¢15,944 — —_ —_ waa sate 
16,357 Ord. Stk. 50 23 28 81 

3,000 Ord. Sh. | IS/I4 é + 3 

55,780 | Ord. Stk. Fa 4 3 Nil 

762 _ — _— _ _ 

+ 544,762 _ — - _ - 
— 4p.c. Perp. Dbs., 86 68 89 + 


— 4p.c.Gar.| 1053 9542 | 1034 33 
+ 418,800 | Ord. Stk. 94 é 7 








- 14,623 | Ord. Stk.| 998 | 71 99 3 
- 23,423 a ee aa a) eee 
; 71,490 | Ord. Stk.| 283 | 234 | 260 64 
+ 12,162 a 218} | 195 225 53 
+ 562,687 re 96 833 | 964 | 4} 
+ 741,975 rs 108 99 107 53 
+ 223,032 éd 104 97% | 1024 | 7% 
+ 8,245 os 284 | 238 | 260 65 
+ 312.955 se 933 | 83 874 | SH 


™ 5,062 Prf.Sh. | 7/10}, 3 | ONil 
ian B.Deb. | 53 4 464 | 74 
139 Inc. Deb.| 88 | 8 854 | 77s 


PTL LOR] eI 


oa 
- 185,622 _— _ 
+ 


1,587,011 _ _ 
373 ,560 _ a 





 Aequneine traffics are now given in pesos 


























